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As 1944 completes the third year of we are powerless in expressing our 
America’s active participation in the thanks to them, particularly the real 
conflict to bring everlasting world-wide heroes who will never return. 
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we'll do our part, individually and col- 
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tony 1 Cheadheck 


PRESIDEN’ 


STANDARD FREIGHT LINES, INC. AMERICAN TRANSPORTATION CO., 


We are appreciative of the gallant 
fight our boys are putting up on battle- 
fronts in all war theatres. Unfortunately 


INC, 





TRAFFIC WORLD 


TIME IS AT HAND 


for all of us to lan as far 
into the New Yeas as con- 


ditions will permit 


™ 


aunted courage and a 


determined effort to re- 
store Peace/and the 
everyday Blessings of our 
American way of life. | 


Sa 3 Greetings 


= a a TERMINAL WAREHOUSES, Inc 


CHICAGO KANSAS CITY e HOS ANGELES 


\\ 








RID 


LES 


December 30, 1944 





Whole Number 1969 


VOLUME LXXIV-eNUMBER 27 


Jablo of Contonts..... 


Editorial 
Appointments to the Commission 
Railroads in 1944—By J. J. Pelley................ 1673 
Trucking Industry Review—By Ted V. Rodgers..... 1674 
Decisions of the Commission............ kha eke 1675 
Pranesed Merete OF 900. Sse. ccs cidinn esau awiscn 1683 
Air Transportation 
Defense Transportation Orders, Etc................ 1693 
COHN TS AUG! CWE ios is occ Sie So 5 55 on we sles ales 1697 


ee ee Ck er ei 1699 


Personal News and Notes 


Riles We aein a clen eee esac 1700 
Digest of New Complaints .:.....c0.....6066secccecses 1704 
Docket of the Commission........................ 1706 





TRAFFIC WORLD 


Name Registered U. S. Patent Office — Copyright, 1946. Traffic Service Corporation 
Published Every Saturday by The Traffic Service Corporation 
Founded 1907—38th Year 


aC E. F. Hamn,.Jr., President and Treasurer @ 

Henry A. Patmer, Vice President and Secretary 

Publishing Headquarters: 418 S. Market St., Chicago 7, Ll, U.S.A. 
Washington, D. C. 4, Office: 1023- 28 Earle Building 


EDITORIAL AND BUSINESS STAFF 
H. A. PaLmer, S. H. Smirn, 
Editor Chief, Wash. News Bureau 
Rosert J. Bayer, Assistant Editor 
R. R. Letnem, Mgr., Special Service Dept., Washington 
D. J. Hansen, Circulation Mgr. Emu. G. Stan.ey, Advertising Mgr. 


Advertising Representatives: 
New York 17, 122 E. 42nd St., Joun C. Canie 
San Francisco 2, 640 Mason St., Jack B. Cox 











HAN DLING+Processing +HAN DLING + Assembling +HAN DLING 
+ Packing + HANDLING +Storage+ HANDLING 


HANDLING—the Common Denominator of PRODUCTION 





LET MEN DIRECT POWER—NOT GENERATE ITI 


Handling Materials— mos common of all 
production operations—is the key to better plant, dock and 
terminal performance. Handling starts with the raw ma- 
terials, follows on through all phases of production and 
distribution, never stopping until the finished product is 
delivered to final destination. 

Versatile Towmotor—the one-man-gang—provides you 
with a handling system that assures full benefits from other 
new and modern machinery: Towmotor capably performs 
hundreds of important handling operations. Save time, 
manpower, money—write today for the Towmotor DATA 
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Mechanical “Efficiency Expert” To Keep Better Business Records 


Efficient records mean a smoother flow of work 
throughout your organization. And that’s what Uarco 


Autographic Registers bring to business . . . bring 
convenience, accuracy and speed to the tedious job 
of keeping business records. 


There are no time-wasting getting-ready-to-write 
operations with a Uarco Autographic Register on 
hand. Carbon paper and forms sufficient for a full 
day’s use, or more, are loaded in the Register... 
then you’re all set for fast, easy writing. And at a 
single writing, as many as six copies can be produced. 

Uarco Autographic Registers put an end to guess- 
work, lessen the possibility of errors. The firm writ- 


ing base. . . the ever-fresh roll of carbon paper give 
assurance of clear, concise records. Some models of 
Uarco Registers—the one illustrated above, for in- 
stance — automatically file a duplicate of every record 
written... eliminating lost tickets, forgotten charges 
and like errors. 

Uarco Autographic Registers are now being used 
successfully in every branch of business . .. wherever 
records are kept. There is a Uarco Register for your 
record-keeping need. For the complete story call a 
Uarco representative today ... or write. 


UNITED AUTOGRAPHIC REGISTER COMPANY 
Chicago,Cleveland,Oakland ¢ Offices in All Principal Cities 


HANDWRITTEN © TYPEWRITTEN ¢ BUSINESS MACHINE RECORDS 


BETTER BUSINESS RECORDS 
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hen its warmer in the shade ! 


Ou’LL have a warmer house this 

winter if you pull your shades down 
at night. This, and other simple precau- 
tions in conserving heat will make your 
coal pile go 10% further—and save that 
much in your fuel bill. 


This year it’s more necessary than ever 
to conserve coal. Not because less coal 
is being mined. More is being mined 
this year than last—by fewer men. Mine 
owners and miners alike are doing a 
splendid job. And there are adequate rail 
facilities for transporting coal. 


But certain grades and sizes of coal 
are needed for war production. And, in 
addition, your local dealer is handicapped 
by a shortage of manpower, trucks, and 
tires. So be patient with him. Take the 
coal he is able to deliver to you. Order 
before the bin is empty. 


And, in addition, conserve coal. Be 
sure your furnace is clean and in good 
repair. Fire carefully. Weatherstrip doors 
and windows. Pull your shades. Close 
off unused rooms. If you can, insulate. 
For other suggestions see your dealer. 


One of the biggest jobs of the C&O 
Lines is hauling coal from the mines along 
its routes, so we're in a position to under- 
stand the problem, and to know how 
essential coal is these days. 


Chesapeake & Ohio Lines 


CHESAPEAKE AND OHIO RAILWAY 
NICKEL PLATE ROAD 
PERB MARQUETTE RAILWAY 


Save Coal—-and Serve America 
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Packing the 


We have had examples in the past of attempts to 

“pack” the Commission with members favorable 
or supposed to be favorable to this, that, or the other 
idea or rate theory, but few of them have been success- 
ful. The most glaring of the successful ones, perhaps, 
was the appointment some years ago of Johnson Camp- 
bell, who favored the intermountain interests in their 
attitude toward transcontinental fourth section rates 
and made no bones about saying that he intended on the 
Commission to look after those interests. But never 
has there been a more flagrant attempt at “packing” 
this administrative and semi-judicial body than the one 
now being made by certain southern senators to obtain 
the appointment of Mr. C. E. Childe to the Commission, 
because, they say, he “understands” the freight rate 
problem of the south. What they really mean, of course, 
by this euphemism, is that he favors their point of view 
and their beliefs. 

Our condemnation of this effort is not based on 
opposition to the view of these southern senators, even 
though we do not agree with it. Our position would be 
the same if we were in sympathy with it. For the Com- 
mission is not to be filled by political appointees put 
there because of their views on certain rate questions, 


Commission 


whatever those views may be. To compose it in such 
way would be as nefarious as to make appointments to 
the judicial bench in order to favor certain persons who 
had a case in court and hoped to win it if they could 
name the judges. The Commission should be and is 
supposed to be composed of able and upright men, com- 
mitted to no particular theory or ism, and favoring no 
geographical section, who will consider and decide every 
case before it on its merits. Nothing could be more fatal 
to it as a body in which litigants before it and the public 
generally now have confidence than the knowledge that 
it was made up, if only in part, of men who represented 
others with axes to grind who used their political in- 
fluence to get them ground. We have nothing but con- 
tempt for “statesmen” who thus misuse their influence 
or for appointing powers who permit themselves thus 
to be used. 

Quite aside from the principle involved in this sort 
of procedure, though we are not going to try to decide 
the southern rate controversy, we may point out that 
the southern senators and governors who have been so 
vocal in this matter are not even dealing squarely 
when they convey to the public—or try to convey it 
—that the south is admittedly the victim of freight 





OUR PLATFORM 
(THE LONG HAUL) 


A revised system of transportation regulation based on 
modern competitive conditions, instead of patchwork amend- 
ment of the old law to make it apply to new transport 
agencies; less, instead of more, government control. 

Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
portation business. 

Keep politics out of rate-making. 

An authoritative determination by competent and un- 
biased investigation as to whether commercial motor vehicles 
are paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Realization by railroads that they must do something by 
way of group operating economies to help themselves and co- 
operation by shippers in such economies. _ 

Coordination of rail and truck facilities and joint rates, 
where practicable and advantageous. 

An Interstate Commerce Commission composed of men, 


not only of good character and general ability, but with some 
special training in and knowledge of the matters with which 
they have to deal. 

Standardization of state regulations as to weights and 
dimensions of motor transport units. 

Repeal the anti-trust act as it applies to transportation 
rate-making. 

Place the function of regulating all instrumentalities of 
transportation in one commission. 

Simplification of Commission procedure. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

Revision of railroad working rules and agreements to 
prevent pay for work not done. 

Kill the St. Lawrence waterway proposal. 

A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping, and a realization by industrial traffic men that the 
must equip themselves to give the sort of service that will 
justify employing them. 


(THE SHORT HAUL) 


Every effort by transportation agencies not only to ex- 
pand their facilities to meet the present emergency demands, 
but to make their present facilities go as far as possible. Co- 
operation by shippers in these efforts by, for instance, loading 
and unloading cars and trucks as rapidly as possible. 

Exempt from income tax railroad revenue set aside for 
deferred maintenance. 
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Move the Commission to Chicago. 

Give the Commission power to enforce pooling of pro- 
ceeds of general rate increases. 

Repeal the land grant rate law. 

Abolish circuitous routing of freight. 

Curtail free passenger transportation. 

Ration rail passenger travel. 
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THIS IS A STORY of stretching a “conveyor line” between est 
two factories a mile apart—in the heart of Cleveland’s , 
busy industrial district. ap. 
° e National Screw & Manufacturing Company’s wire as . 
NATIONAL Did it With mill is a mile away from the main plant. Wire which is tici 
. drawn and processed at the mill must flow into the main owl 
Fruehauf Trailers factory on schedule—and in the quantities needed. enc 
The job is done by one truck and three Fruehauf shi 
Trailers! How does one truck pull three Trailers? By Bo: 
“shuttling.” While one Trailer is being loaded at the mill 
and a second Trailer is being unloaded at the main self 
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Truck and driver are never idle, whereas loading and he 
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But that isn’t the only saving National enjoys with lon 
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through congested city traffic. And at one of the plants 
the Trailers slide into narrow loading docks with only _ 
a few inches leeway on either side... showing how easily ter: 
maneuverable they are. _ 
The experience of National Screw is typical of thou- the 
sands of others in more than 100 different kinds of oo 





business where Fruehauf Trailers are saving time and 
FRUEH AUF ERS (AN money on difficult hauling jobs . .. jobs that couldn’t 
TRAIL : be handled as well, if at all, by any other method. 


“ENGINEERED TRANSPORTATION” 







World's Largest Builders of Truck-Trailers 
FRUEHAUF TRAILER COMPANY e DETROIT 


Service in Principal Cities 


ax ide for the common defense, 
aa ie general welfare, and 
secure the blessings of liberty . - 


BUY MORE WAR BONDS ~< a 
> > > >» AND BUY FOR KEEPS 






MOTOR TRANSPORT WILL GET YOUR JOB DONE! If you are not using 
truck transportation, have you ever challenged your shipping costs 
and over-all efficiency with the job that professional haylers can do for you? 
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rate discrimination. The great bulk of the evidence 
is the other way, as may be seen from a perusal 
of our columns for the last year or so. We have given 
everybody a chance to talk and the ones who “under- 
stand” the situation but are opposed to the attitude of 
the southern senators and governors are by far in the 
majority. Their number includes not only railroad traf- 
fic men but southern industrial traffic men of the high- 
est standing and ability. 

Also aside from the principle involved, it would be 
a pity to displace so able a member of the Commission 
as Mr. Mahaffie for Mr. C. E. Childe, whom the poli- 
ticians mentioned are trying to have appointed for their 
own selfish ends. Mr. Childe, perhaps, has ability 
enough, but he is notoriously a railroad baiter, a wor- 
shipper of strange gods, and he, as a member of the 
Board of Investigation and Research, prostituted him- 
self, together with one of his associates, by making a 
study that was not warranted by the act under which 
he was appointed, spending the taxpayers’ money in 
this fashion merely in order that the politicians in Con- 
gress to whom he was thus catering would vote him a 
longer tenure of office—which they did. Perhaps he 
even had in mind then that, when the Board of Investi- 
gation petered out—as it finally did—he would get his 
reward by having the backing of these self-seeking poli- 
ticians in a contest for an appointment to the Com- 
mission. 

It ought to be obvious that such an effort as is now 
being made would fail, but it is not. President Roosevelt 
—like many other presidents, for that matter—plays 
politics in such appointments and he seems to have 
little knowledge or appreciation of the task of the Inter- 
state Commerce Commission. Those interested in pre- 
serving its integrity, no matter what they think or 
believe about southern freight rates, ought to go the 
limit to defeat this despicable scheme. 


I. C. C. Appointments 


Senator Wheeler, of Montana, chairman of the Senate in- 
terstate commerce committee, has informed Wilbur La Roe, Jr., 
who wrote the senator about the movement to displace Com- 
missioner Mahaffie, that he thinks the commissioner eminently 
qualified for reappointment and will support him (see Traffic 
World, Dec. 23, p. 1560). Senator Wheeler’s comment was 


made in response to Mr. La Roe’s letter dated Dec. 22, which 
follows: 


I was astounded and shocked yesterday to learn authoritatively that 
there is a strong political movement originating in the south and backed 
by a few southern senators to displace Commissioner Mahaffie whose 
term expires December 31. Commissioner Mahaffie is one of the most 
competent and most brilliant of the I. C. C. commissioners. As you 
know he came up through the ranks, having been for years director of 
the Commission’s Bureau of Finance. He is a real expert on all finance 
matters and in the general field of regulation. And in addition his intel- 
lectual honesty and integrity are beyond question. 

I learn on good authority that the parties who want to displace him 
are planning to do so in order that they may have on the Commission a 
man who will vote in accordance with their ideas on the question of 
interterritorial rate uniformity. As you know, a very important case 
involving the interterritorial rates, in which the southern governors are 
aciively interested, is now pending. 

Never have I seen shippers and railroads so much agitated over 
anything as they are over this matter. They feel almost without excep- 
tion that a very important principle is at stake—the principle of pro- 
tecting a faithful and competent public servant against ouster by poli- 
ticians. The very idea of a group trying to place on the Commission a 
man who will vote a certain way or who will represent a certain terri- 
tory is in itself vicious. To tolerate such a thing would be a crime 
against the public service. There is no division between railroads and 
Stilppers on this matter. 
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Yesterday a group of I. C. C. practitioners met in my office, and 
they were so deeply concerned about it that they decided to have a letter 
sent to our entire membership throughout the nation apprizing them of 
the facts and urging them to support the principle of continuing in office 
a highly competent member of the Commission who has made good in a 
big way not only in the ranks but on the bench. I am sure that the 
whole transportation world looks to you to see that the public interest 
is protected in this matter. 


In the letter referred to by Mr. La Roe, Luther M. Walter, 
as chairman of the special committee on appointment of inter- 
state commerce commissioners of the Association of Interstate 
Commerce Commission Practitioners, after referring to the re- 
ports about Mr. Mahaffie’s situation, said: 


As chairman of your special committee on appointment of Interstate 
Commerce Commissioners, I am deeply concerned about the principle 
involved. I feel that we should stand unitedly for reappointment of 
commissioners who have demonstrated their ability and integrity. 

Naturally, many practitioners are greatly concerned over the rumors 
that Commissioner Mahaffie may not be reappointed. I urge upon you 
the desirability of addressing a letter to President Roosevelt and also 
letting your senators know how you feel about this matter. 

Immediate action is necessary. 


C. E. Widell, transportation director of the Tennessee Man- 
ufacturers Association, Nashville, Tenn., telegraphed President 
Roosevelt that reappointment of Commissioners Mahaffie and 
Alldredge to the Commission “is respectfully and urgently re- 
quésted.” Both were eminently fitted for the heavy responsi- 
bilities and duties required of them, he said, and southern in- 
dustry “reposes the utmost confidence and trust in Mahaffie as 
well as Alldredge and we therefore urge you to consider favor- 
ably both reappointments.” 

Mr. Widell sent a copy of his telegram to Senator Stewart, 
of Tennessee, with a letter in which he said failure to reappoint 
the commissioners “would be a calamity, and we are sincerely 
hopeful you will give them both your full support.” 

“While Mr. Alldredge is from the south and needs no 
special commendation on our part, we feel constrained to em- 
phasize most strongly our unreserved confidence and trust in 
Mr. Mahaffie,” said Mr. Widell in his letter to Senator Stewart. 





Railroads in 1944 


(By J. J. Pelley, president, Association of American Railroads) 


All previous transportation records were broken in 1944 
by the railroads when they handled the greatest volume of 
freight and passenger traffic in their history. This was done 
without serious transportation difficulties. 

Freight traffic moved by the railroads in 1944 amounted 
to approximately 740 billion ton-miles. This was 1.8 per cent 
above that for 1943, the previous record, and two and one-fifth 
times the number of ton-miles moved in 1939. 

Railroads handled this enormous traffic load in the cur- 
rent year with virtually the same number of locomotives and 
with hardly more than a nominal increase in the number of 
freight cars compared with 1939. There also was only a slight 
increase in the number of passenger cars. 

Freight carloadings in 1944 totaled approximately 43,500,000 
cars, or an increase of 2.5 per cent above the preceding year. 
The increase in the number of freight cars loaded and longer 
hauls per ton accounted for the increase in the ton-mile volume 
of freight. 

Passenger traffic in 1944, too, was by far the greatest for 
any year in railroad history. It amounted to 96,000,000,000 
passenger-miles. This was an increase of 9.3 per cent above 
1943, and four and one-fifth times what it was in 1939. This 
unprecedented movement of passengers in 1944 resulted in part 
from army troop movements, more than 10,700,000 men having 
been moved in special trains and special cars alone. This num- 
ber does not include the millions of soldiers, sailors, and 
marines on furlough who traveled during the year, nor does 
it include small groups of individuals moving on order, nor 
navy and marine corps movements, nor prisoners of war. 


Outstanding operating records established by railroads in 
1944 follow: 


1. Average load of freight per train was 1,144 tons, the highest 
on record. In 1943 it was 1,116 tons. 

2. Performance per train more than doubled in 20 years, gross 
ton-miles per freight train hour having increased from 18,257 in 1924 to 
37,548 in 1944, while net ton-miles per freight train hour increased from 
8,222 in 1924 to 17,745 in 1944. 

3. Average daily movement of active freight cars was 52.8 miles in 
1944 compared with 52 miles in 1943. 

4. Average haul of freight was 478 miles in 1944, compared with 
469 miles in 1943. 

5. The average number of passengers per car and per train was 
much greater than ever before. 

6. Average revenue for hauling a ton of freight one mile was 
0.942 cents compared with 1.116 cents twenty years ago. 
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7. Average capacity of freight cars was 50.9 tons at the end of 
1944, the highest on record. 

8. Tractive power of steam locomotives averages 53,000 pounds, 
the highest ever recorded and an increase of 33 per cent compared 
with twenty years ago. 


There was a noticeable leveling off in traffic in the latter 
months of 1944 and present indications are that the record 
high mark in the volume of both freight and passenger traffic 
has been reached. 


From a financial standpoint, the results in 1944 have not 
been as satisfactory as in previous years. While gross revenues 
have continued to follow the line of increasing traffic, the peak 
in net earnings was reached in 1942 and has been declining 
since then. Gross revenues in the current year were more 
than two billion dollars higher than in 1942 but net railway 
operating income was off $340 million dollars. This has been 
due to higher wages and taxes and to increased cost. of ma- 
terials and supplies. Since the beginning of the present war, 
these costs, other than taxes, have increased by more than 
25 per cent. 


Railroad taxes in 1944 were by far the highest on record, 
amounting to the unprecedented sum of $1,900,000,000. In order 
to meet their taxes alone, railway revenues derived from 73 
days of operation were required in 1944. 


Expenditures for fuel, supplies and materials used in cur- 
rent operation by the Class I railroads amounted to approxi- 
—w $1,600,000,000 in 1944 compared with $1,394,281,000 in 


Capital expenditures in 1944 for equipment, roadway and 
structures and other improvements to property are estimated 
at $550,000,000 compared with $454,282,000 in the preceding 
year. 


Trucking Industry Review 
(By Ted V. Rodgers, president, American Trucking Associations) 


With the close of 1944 the trucking industry brings down 
the curtain on one of the most critical years in its history—a 
year in which it gamely withstood the threat to its existence of 
war-time shortages only to find itself harassed by monopolistic 
interests who would like to slice it up and serve it on a silver 
platter to its competitors. 

In the year 1944 our industry went through its crisis. De- 
spite shortages of virtually everything essential to truck opera- 
tion—trucks, tires, fuel and manpower—the industry kept es- 
sential freight moving in record volume and is now over the 
hump. As things now stand there can be little doubt about the 
industry’s ability to carry through to the end. 

Thus, in a large sense, 1944 has been a year of triumph 
for the thousands of motor carriers throughout the country who 
stuck it out in the face of odds which at times appeared over- 
whelming. The year has been a tribute to their tenacity, in- 
genuity and patriotism. 

It is ironical that the same year should see the launching 
of a bold and determined campaign to reward the trucking in- 
dustry by robbing it of its independence and identity, and sacri- 
ficing it on the altar of monopoly. 

For a number of years the railroads have been trying to 
get their fingers on competing modes of transportation, but 
until now they have been limited by the anti-monopoly safe- 
guards written into our transportation laws by Congress to 
restrict ownership of one type of transport by another. 


In 1944, the railroads and their friends came out in the 
open with a concerted drive to remove these safeguards pre- 
liminary to establishment of huge rail-dominated “transporta- 
tion corporations” that would control trucks, boats and air- 
planes and any other facilities which might fit into their scheme 
to dominate American transportation. 


Fulfillment of the scheme could mean only absorption or 
elimination of independent for-hire motor carriers. Among its 
objectives is ultimate elimination of private motor carriers such 
as dairies or oil companies or other producers who use their own 
private trucks to haul their own products. 


“Threat to Enterprise” 


Our industry, of course, has joined with the airlines, the 
boatlines, farm organizations, and others in combating this 
threat to free enterprise and the competitive system in trans- 
portation. We believe this monopolistic scheme, which its back- 
ers are attempting to foist upon the American public in the 
name of “transportation integration,” is a distinct threat not 
only to the future of our industries but also to the future wel- 
fare of our nation. We believe that if the facts are made known 
to the public and “integration” is exposed for what it really is 
the public will not tolerate restoration of transportation mo- 
nopoly and stifling of new and in many ways superior methods 
of transportation. 
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The threat of “integration,” like the war-time shortages 
and many other problems are of vital concern to for-hire and 
private truck operators alike. 

From the standpoint of the for-hire segment of the industry 
a serious problem has been created by inability to make proper 
adjustments in the rate level to offset rapidly rising expenses. 
In many instances during 1944, the Interstate Commerce Com- 
mission refused to permit adjustments proposed by individual 
motor carriers in an effort to alleviate their difficulties, and 
the result has been a growing feeling within the industry that 
the Commission either does not fully understand or does not 
properly sympathize with the industry’s financial problems. 

This feeling can be traced back to the years just preceding 
the war when the railroads were permitted to conduct a ruinous 
rate-cutting campaign in an obvious effort to squeeze highway 
competitors out of the field. ‘The Commission has been charged 
by Congress with the duty of fostering healthy competition in 
transportation, and motor carriers have found it difficult to 
understand why the Commission has countenanced the destruc- 
tive competitive practices which have prevailed. 


Costs of Operation 


In any event, these pre-war practices necessarily resulted in 
a depressed and maladjusted motor carrier rate scale, and this 
scale was in effect when the nation became involved in war. To 
meet the higher costs of war-time operation, individual motor 
carriers have attempted to make upward adjustment of de- 
pressed rates without changing other rates which already are 
yielding a reasonable return. 

Almost uniformly the Commission has refused to grant this 
type of relief. It has recognized the need of the carriers for 
increased revenue on the basis of overall revenues and expenses, 
but it has taken the position that it should not approve increases 
in particular rates without convincing data as to the cost of 
hauling the particular traffic in question. Since carriers are not 
able to develop this data at present, the industry feels that the 
Commission’s stringent attitude is unjustified in these times of 
emergency, particularly since the depressed character of the 
rates in question is common knowledge. 

If the public refuses to be hoodwinked by the super sales- 
men who are trying to reincarnate a monopoly in transporta- 
tion, and if the Interstate Commerce Commission will take a 
strong stand in stamping out the destructive competitive prac- 
tices which have prevailed in the past, prospects for continued 
growth and development of truck transportation are bright. 


Transportation Review 


In 1944 all-time records were established in both commod- 
ity and passenger transportation and the level of traffic in 1945 
will depend almost entirely on the course of the war, according 
to an article appearing in the January issue of Domestic Com- 
merce, monthly publication of the Department of Commerce. 

George W. Muller, acting chief of the transportation unit, 
Bureau of Foreign and Domestic Commerce, the author, points 
out that if fighting continues on both the European and the 
Asiatic theatres throughout the year little diminution in traffic 
seems likely. But if the war in Europe is won early in 1945 
there may be a moderate decline in commodity transportation 
and a somewhat smaller decrease in passenger traffic, says he, 
adding: 


If V-E Day should arrive in the spring of 1945, cut-backs in pro- 
duction during the remainder of the year would substantially reduce 
the 1945 transportation volume as compared with 1944, since reconver- 
sion to large-scale civilian output would require several months at 
best. 

Conditions at the close of the European war, however, will pose a 
major problem for the western carriers. When the nation’s military 
effort is concentrated against Japan, the western transcontinental lines 
will face even greater traffic demands than the record volume already 
offered. 

It must be emphasized that if the war with Germany lasts through 
1945, not only the western carriers, but all transport agencies will be 
hard pressed to meet the demands imposed upon them. 


Mr. Muller discusses the problems confronting transport 
agencies other than the railroads and finds that the volume of 
intercity freight and intercity passenger traffic carried by them 
is not likely to change greatly in the aggregate in 1945 as com- 
pared with 1944. Tire shortages still loom as the greatest 
threat to expanded operations of intercity busses and trucks. 

The volume of water transportation is expected to rise 
slightly under the impetus of increased river traffic resulting 
from operation with new equipment added in 1944 and probable 
expansion of the coastwise trade after the close of the European 
war. 


The only transportation agency still showing rapid in- 
creases from month to month is the air carrier. Some further 
increases will occur in 1945 as more and more equipment is 
diverted to civilian operation. 
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Deaton Truck Line Application 


In a second report on reconsideration in MC 11207, Deaton 
Truck Lines, Inc., (Successor in Interest to C. D. Deaton) 
Common Carrier Application, the Commission has clarified cer- 
tain matters in its prior report, 43 M. C. C. 585, and affirmed 
the findings in that report as to the authority granted. 

The report observed that in the original application, the 
applicant sought operating rights for general commodities, with 
some exceptions, but that at that hearing it had offered two 
amendments withdrawing its claim under the “grandfather” 
clause for authority to perform any service not included in 
certain commodity-territorial descriptions recited in the record. 
Relying on these amendments, the report said, a number of 
those opposed to the granting of the application as originally 
filed, withdrew their opposition. Subsequently, it said, the ap- 
plicant had filed an application under section 207 in which it 
sought substantially the same authority as in the original appli- 
cation, and had argued that it considered the amendments with- 
out force as the “grandfather” application had been reopened 
and assigned for further hearing and that its reaffirmation of 
the amendments at the further hearing had been made merely 
for the purpose of removing an objection of the protestants to 
a consolidated hearing on the “grandfather” and section 207 
applications. This theory, said the report, had been rejected in 
the prior report on reconsideration, although that might not 
have been made entirely clear. The “grandfather” claims of 
the applicant had been voluntarily limited, it said, and that the 
protestants had a right to rely on the amendments and conclude 
that they were relieved of any burden of producing evidence 
or making arguments against general commodity rights exceed- 
ing those sought in the amended “grandfather” proceeding. 

The Commission claried a statement in the prior report 
that it would consider the narrower commodity rights requested 
liberally, saying that it had meant that, since the applicant 
voluntarily gave up its more general claims for limited and 
specific ones, “we would view the narrower commodity descrip- 
tions somewhat liberally so as not to exclude from them any 
commodities that should by practical construction belong within 
them.” It illustrated this by saying that it had substituted 
“contractors’ tools and equipment” for “road building machin- 
ery,” which latter phrase, it said the applicant had used in its 
amendment. 

The Commission said no further order was necessary. 

Chairman Patterson and Commissioner Splawn concurred 
in the result. Commissioner Lee, dissenting, said that, in his 
opinion, the proceeding should be reopened for further hearing. 


Cotton Rates and Minima 


In a decision in two cases involving the rates, minima, and 
the spreads between cotton shipped flat, and cotton shipped 
compressed, from destinations in the southwest and the Mis- 
sissippi Valley to destinations in the southeast and Official Ter- 
ritory, the Commission has required certain adjustments for 
the future, on the basis of a series of findings of fact, and de- 
nied reparation. The report and order were issued in No. 
28800, Blytheville Chamber of Commerce et al. vs. Aberdeen 
& Rockfish Railroad Co., et al., embracing No. 28665, Memphis 
Cotton Exchange et al. vs. Chicago, Rock Island & Pacific Rali- 
way Co. et al., on reargument. 


The defendant railroads were required to establish rates 
on cotton, in carloads, to conform to the findings in the report, 
on or before March 19, 1945, on not less than 30 days’ notice. 
The findings, in connection with a 35,000-pound minimum on 
cotton shipped flat, and a 50,000-pound minimum on compressed 
cotton, were as follows: 


1. The present rates here considered in connection with the 50,000- 
pound minimum will be just and reasonable for the future, except in 
those instances in which such rates to destinations in official territory 
as described in the respective complaints exceed rates 75 per cent of 
the corresponding prescribed any-quantity rates or averages of those 
rates from and to points in groups, and, in those instances, we find 
such rates will be unjust and unreasonable for the future to the 
extent that they may exceed rates upon that level. 

2. The rates assailed in connection with the 35,000-pound minimum 
are, and for the future will be unduly preferential of shippers ship- 
ping under such minimum and unduly prejudicial to shippers shipping 


under the 50,000-pound minimum, to the extent that the rates on the 
former reflect, or may reflect, a spread of less than 10 cents per 100 
pounds over the rates that are or may be concurrently maintained from 
and to the same points in connection with a minimum of 50,000 pounds. 

3. The rates, minima, and practices assailed are not shown to be 
otherwise unlawful. 


The findings in the prior report in No. 28655, 253 I. C. C. 685, are 
modified accordingly. 

Complainants in No. 28655 seek reparation in connection with the 
carload rates assailed in that proceeding to destinations in New Eng- 
land since July 25, 1939. The rates assailed are lower than those pre- 
scribed by us as a maximum, any quantity, that is, less than carload 
or carload, in Rate Structure Investigation, Part 3, Cotton, supra, 
as modified by the subsequent general increases. Although the service 
under the so-called carload rates differs somewhat from that contem- 
plated under the any-quantity rates, there is no basis on this record 
for a finding of unreasonableness in the past. 


After discussing the contentions of the complaining com- 
press-warehouse operators and merchant-shippers that contin- 
uance of the present spread of 6 cents between the rates on 
the 35,000-pound minimum and the 50,000-pound minimum 
would eventually result in the bulk of the traffic moving in 
uncompressed form at the lower minimum, with the eventual 
abandonment of compress-warehouse facilities in the origin ter- 
ritory, and counter-contentions on the part of intervening 
merchant-shippers, mostly in the southeast, the report said the 
basis prescribed would not penalize either the flat or com- 
pressed cotton. It said it would not enable the compress-ware- 
house facilities to obtain more than a fair compensation for 
their services but that, on the contrary, would afford both densi- 
ties a fair opportunity to move from the origin territory to the 
southeast and Official Territory at reasonable and non-prejudi- 
cial rates and charges. 

“No doubt, under the prescribed basis, the cotton will move 
principally in compressed form for relatively long hauls such 
as here considered, just as it moves principally in flat form for 
the relatively short hauls in the southeast and elsewhere,” said 
the report, “but this is a natural advantage to which the two 
densities and the shippers thereof are properly entitled. This 
basis will not be an undue deprivation of defendants’ man- 
agerial discretion, for they will still have the right under the 
order herein to initiate rates on this traffic to meet changed 
competitive conditions, provided only that they do not restore 
the unreasonableness and undue prejudice and preference herein 
found to exist.” 

As to the reasonableness of the 35,000-pound minimum, the 
report said that while ordinarily the Commission would not 
prescribe a carload minimum so near the maximum loading of 
the larger cars, it did not appear that the minimum would re- 
sult in wasteful an inefficient use of equipment so long as undue 
diversion of the traffic to that minimum was prevented by rates 
reasonably related to those in connection with the 50,000-pound 
minimum measured by transportation standards. It added that, 
while the 35,000-pound minimum exceeded the capacity of the 
smaller cars, it was also true that the 50,000-pound minimum 
was far below the capacity of the larger cars. These minima, it 
continued, comported with the requirements of the industry for 
the hauls here considered of flat and compressed cotton, re- 
spectively. 

The report said that to Columbia from Little Rock, Ark., 
and Denison, Tex., representative southwestern origins, 776 and 
1,070 miles, the rates in connection with the 50,000-pound mini- 
mum were 59 and 62 cents, yielding car mile earnings based on 
a loading of 52,500 pounds of 39.9 and 30.4 cents, and based on 
a tare weight of 25 tons, gross tine-mile earnings of 3.9 mills 
and 3 mills, respectively. The 6-cent higher rates in connection 
with the 35,000-pound minimum yielded car-male earnings of 
29.3 and 22 cents, it said, and, on the same basis, gross ton- 
mile earnings of 2.3 and 1.8 mills, respectively. It added that, 
in order to yield the same gross ton-mile earnings, and allow- 
ing 40 miles for the gathering service in connection with the 
higher minimum, the rates for representative hauls on the lower 
minimum should be from 13 to 15 cents higher than the rates 
on the higher minimum. It said that the 6-cent spread was far 
lower than those voluntarily maintained by the carriers or pre- 
scribed by the Commission for comparable differences in car- 
load minima on other commodities. 

The Commission made the following findings of fact: 


Major fact findings—We find the principal basic facts to be as 
follows: 
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1. The compress-warehouse industry in the origin territory is a 
vital factor in the marketing and transportation of cotton between the 
points here considered. 


2. This traffic is subject to numerous transit provisions which are 
equally beneficial to the two densities and the shippers thereof. 
3. As to transportation conditions surrounding the movement of 


this carload traffic, they are relatively more favorable on compressed 
than on flat cotton. 


4. The carload rates on the flat cotton are relatively low, trans- 
portation conditions considered, as compared with the rates on com- 
pressed cotton, cotton generally, and numerous other commodities. 

5. The carload rates on the compressed cotton are relatively high 
where they exceed 75 per cent of the any-quantity rates, but otherwise 
compare favorably, transportation conditions considered, with other 
rates on cotton and other commodities. 

6. The cost of the service per weight unit in connection with the 
flat cotton is substantially greater than in connection with the com- 
pressed cotton. 

7. The value of the service per weight unit in connection with the 
flat cotton is greater than in connection with the compressed cotton. 
8. It is important that the rates on the two densities be adjusted 
so as to adequately reflect differences in transportation conditions and 
costs, both in the public interest and to avoid undue preference and 
prejudice. 

9. The 6-cent spread does not adequately reflect such differences 
in transportation conditions and costs to the extent that it is less than 
10 cents per 100 pounds, and except as indicated herein, this is due 
to the relatively low level of the 35,000-pound rates. ; 

10. The 6-cent spread promotes inefficient use of equipment and 
jeopardizes the compress-warehouse industry in the origin territory. 

11. There is keen competition between shippers using or desiring 
to use each minima in the purchase, and in most instances in the sale, 
of this commodity, and the 6-cent spread results and will result in 
undue prejudice and disadvantage to those using or desiring to use the 
higher minimum, and in undue preference and advantage to those using 
the lower minimum. 


12. The rates and spreads assailed are not properly adjusted from 
a transportation standpoint, and such maladjustment does and will 
adversely affect complainants and the public interest generally. 


Commissioner Alldredge, dissenting in part, said that he 
was in agreement with the report in so far as the assailed rates 
to points in Official Territory on cars of 50,000-pound minimum 
were found unreasonable to the extent that they exceeded 75 
per cent of the corresponding any-quantity rates. As to the 
spread of 6 cents between the minima, he said the cost evidence 
indicated that the full measure of economy in transportation 
of the heavier cars was not reached short of about 1,200 miles, 
in the circumstances in which the cotton “in this instance” was 
handled. Up to this point, said he, the rate differential, if costs 
were to control, should start at something like 3 cents and 
gradually increase until the maximum was reached. There were 
practical difficulties in applying such a differential to rate 
schedules, he said, adding that “considering these and other 
pertinent matters of record I find no justification for con- 
demning the present 6-cent spread from the origin territory 
involved to the southeast, but concur in the majority view as 
to the 10-cent spread in so far as rates to Official Territory 
are concerned.” 

Commissioner Alldredge said that Commissioner Lee joined 
in his expression. 

The report noted that Commissioners Aitchison and Bar- 
nard did not participate in the disposition of the proceedings. 


Regular and Irregular Routes 


Setting up the characteristics of motor carrier service 
which, it said, taken together, constituted regular-route serv- 
ice, the Commission, division 5, has issued a tentative report 
in MC C-246, Transportation Activities of Brady Transfer & 
Storage Co. It found that the respondent was conducting un- 
authorized regular-route operations as a common carrier be- 
tween the Twin Cities, on the one hand, and Ft. Dodge and 
Spencer, Ia., on the other, and attached to the report an un- 
dated cease and desist order. In its discussion of the facts, 
the report observed that usually irregular-route service evolved 
into regular-route service, and that it was difficult to indicate 
the line of demarkation, but that, in the case of the Brady 
— the date of the change could be fixed within a few 
ays. 

The division took the unusual action of attaching to the 
tentative report a notice to the public, inviting exceptions or 
briefs on the tentative conclusions of the division as to what 
constituted a regular-route operation as distinguished from an 
irregular-route operation. The notice read as follows: 


Because of the nation-wide importance of the principles involved in 
this proceeding, division 5 has decided that the attached report embody- 
ing conclusions at which it has tentatively arrived should be issued 
and that all persons and public bodies interested in the general question 
of what constitutes a regular-route operation service in contradistinc- 
tion to an irregular-route operation should be invited, without formal 
intervention, to file exceptions thereto or briefs on the general subject. 
Such exceptions or briefs may be filed on or before February 20, 1945. 
Reply exceptions or briefs will not be permitted. Those who file 
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exceptions or briefs should supply fifteen copies for the use of the 
Commission and should serve a copy on each of those who are now 
parties to the proceeding. A list of counsel of record and their 
addresses is attached. Requests for oral argument may be contained in 
exceptions or briefs or may accompany them. 

The division desires to emphasize that the report is tentative only, 
that it will further consider the matters presented in the light of any 
exceptions and briefs which may be filed, and that it is issued only 
so that the Commission may have the benefit of the views of all those 
interested. 


The report said the Commission had entered into an in- 
vestigation, February 4, 1941, concerning (1) reputed unauthor- 
ized transportation of property, in interstate or foreign com- 
merce, by Brady as a common carrier of property, over reg- 
ular routes, between the fixed termini of St. Paul-Minneapolis, 
Minn., on the one hand, and Ft. Dodge and Spencer, Ia., on 
the other; and (2) the reputed providing and furnishing by the 
respondent of an unauthorized regular-route scheduled inter- 
state motor transportation service between the Twin Cities, 
on the one hand, and various points in Minnesota, Iowa, and 
Nebraska, on the other. The division found that there was no 
evidence to sustain a finding of any unauthorized regular-route 
service except between the Twin Cities and Ft. Dodge and 
Spencer. 

As to the authority granted the respondent, the report said 
it was a common carrier, with headquarters at Ft. Dodge, and 
that its “grandfather” application had been the subject of ex- 
tended consideration, Brady Transfer & Storage Co. Common 
Carrier Application, 23 M. C. C. 767, 34 M. C. C. 731, and a 
third report for which no citation was given. The report said 
Brady had never been found entitled to serve points in Minne- 
sota except over irregular routes. In the second report on 
reconsideration, it said, Brady was found entitled to a certificate 
as a common carrier of general commodities, with exceptions 
(1) over a number of described regular routes in Iowa; (2) 
over described regular routes extending from the authorized 
Iowa routes to Omaha, Neb., and to various eastern points; and 
(3) over irregular routes between all points in Iowa, Minne- 
apolis, St. Paul, Rochester, and Albert Lea, Minn., Lincoln 
and South Sioux City, Neb., and other points not important to 
the instant proceeding. Further describing the respondent’s 
authorized operations, the report said: 


The authorized regular routes in Iowa comprise a system extending 
from Fort Dodge through northwestern Iowa to such points as Spencer, 
Spirit Lake, Estherville, Ammetsburg, Algona, Storm Lake, Sioux 
City and other points not here important. Over these routes respondent 
also holds regular-route intrastate authority which requires the opera- 
tion of daily schedules regardless of the volume of available traffic. 
In the servicing of these routes truckloads of miscellaneous less-than- 
truckload freight from Chicago and other origins particularly those in 
the east break bulk at 12 or more Iowa points including Ft. Dodge, 
Spencer, and Storm Lake. 


The report explained that in early 1940 the volume of 
traffic moving to the Twin Cities was such as to make profitable 
an inbound movement in respondent’s own equipment consider- 
ably larger than the then-hauled outbound traffic. To meet this 
situation and avoid empty movement of equipment from the 
Twin Cities to Iowa, the report said the respondent, in the 
words of its president, “turned on the heat.” It described the 
advertising used by respondent, and the transfer from Ft. 
Dodge to the Twin Cities in May, 1940, of a full-time solicitor, 
another having been added in March of 1941. 


The report said it was admitted that a daily service now 
moved from the Twin Cities to break-bulk points in Iowa, it 
having obtained from consignees in Iowa routing instructions 
to shippers in the Twin Cities requiring the surrender of ship- 
ments tq the respondent for which it had formerly been the 
delivering carrier for the Iowa shipments originated by a num- 
ber of other carriers in the Twin Cities. The report observed 
that some Iowa shipments were turned over to connecting car- 
riers, but that the bulk of them were merely transferred to 
trucks of respondent operating over the Iowa regular routes, 
and that the routes between the Twin Cities and Spencer and 
Fort Dodge, break-bulk points, were those that were the most 
direct and practicable. 

Noting that the extremes of the terms “regular-route” and 
“irregular-route” were easily recognized, the report said that 
the line of demarkation between them was indefinite and prob- 
ably incapable of precise delineation in a manner to fit all 
cases. Among their other functions, it said, irregular-route 
operations served to make needed transportation available to 
small and off-route points that could not practicably be served 
by regular-route carriers, and that such service had a tendency 
to evolve into regular-route operations. After tracing the lines 
along which this evolution took place, the report set forth and 
discussed eight characteristics of regular-route operation, of 
which it observed that, except for the observance of a fixed 
periodicity of service, none of them was the exclusive mark of 
a regular route operation. Those eight characteristics discussed 
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were: Predetermined plan; character of traffic; solicitation; 
terminals and call stations; fixed routes; periodicity of service; 
fixed termini; schedules or their equivalent. 

In combination, it said, these characteristics spoke con- 
clusively, but added that they did not permit the tracing of 
any definite line of demarkation between regular and irregular- 
route carriers. It said the instant case admitted of only one 
conclusion—that the respondent had, since June, 1940, been 
engaged in a regular-route operation between the involved 
oints. 

, “It operates according to a plan, the inauguration of which 
represented a material change in prior practices,” it said. “In 
contrast to the usual gradual transition respondent’s practices 
change on a date which can be fixed within a few days. The 
traffic transported is predominantly less-than-truckload traffic 
which originated with many shippers. Daily service is held 
out by full time solicitors and in printed advertisements... . 
A terminal is maintained. . . . It habitually and customarily 
follows certain routes departing therefrom only on occasions. 
In no material aspect does its operation differ from that of 
hundreds of other regular-route carriers of property... .” 


Short Line Rate to Mare Island 


A Navy-Department-inspired effort by the San Francisco 
& Napa Valley Railroad, a line extending about 7.5 miles from 
a connection with the Southern Pacific at Napa Junction, Calif., 
through Vallejo to Mare Island, Calif., to obtain elimination of 
charges for transportation service on the S. F. & N. V. now 
added to the line-haul rates of the Southern Pacific to and 
from Napa Junction, has been frustrated by a decision of a 
majority of the Commission in No. 29015, San Francisco & 
Napa Valley Railroad vs. Southern Pacific Co. et al. 

In a report by the entire Commission in that proceeding, 
the majority found not shown to be unreasonable or unduly 
prejudicial the rates to and from Mare Island over interstate 
routes, denied the complainant’s prayer for establishment of 
joint rates, and dismissed the complaint. Commissioner Aitchi- 
son wrote a dissenting view, in which he was joined by Com- 
missioner Lee, and Commissioner Alldredge also wrote a dissent. 
Commissioners Porter and Barnard did not participate. 

The Commission said that the S. F. & N. V. provided the 
only rail service to and from Mare Island, on which switching 
and spotting were performed by locomotives owned and oper- 
ated by the Navy Yard and on which over 40,000 persons were 
employed. It said the complainant, supported by the Navy De- 
partment, an intervener, alleged that the interstate rates on 
traffic generally, in carloads and less-than-carloads, from or to 
Mare Island were unreasonable, unduly prejudicial of Mare 
Island and shippers there located, and unduly preferential of 
Vallejo and shippers there located, to the extent that they 
exceeded the rates currently applicable on similar traffic to and 
from Vallejo. No evidence was presented on behalf of any 
shipper or receiver of traffic over complainant’s line other than 
the navy, said the Commission. 

The report showed that tariff rates on interstate traffic 
to and from Mare Island were made by the addition of com- 
plainant’s local interstate rate of 5 cents a hundred pounds on 
all commodities, in carloads or less than carloads, between 
Napa Junction and Mare Island, to the rates from or to the 
origins or destinations of the the shipments to or from Napa 
Junction. Rates to or from Napa Junction and Vallejo gen- 
erally were the same, but in certain instances differed some- 
what, the Commission said. It recited the history of the S. F. 
& N. V., noting in the course of the discussion that the 5-cent 


rate was established in 1920 pursuant to a recommendation of 


the Railroad Administration, made when the Southern Pacific 
was under federal control. 


Traffic Increase 


The Commission observed that the volume of traffic moving 
over complainant’s line annually had increased from a maximum 
of less than 65,000 tons in any year prior to 1939, to 695,974 
tons in 1942. 

; “With the increase in the volume of traffic due to the war,” 
it continued, “the navy became convinced that the charges 
which it was paying to the complainant at the rate of 5 cents 
were excessive, and by an informal agreement dated October 9, 
1942, arranged to have its traffic transported at a rate of 3 
cents per 100 pounds during the last six months of 1942 and at 
a rate of 5 cents per 100 pounds on the first 141,000 net tons 
transported in 1943 and 3 cents per 100 pounds on all traffic 
over that quantity. This agreement was superseded by a con- 
tract dated May 18, 1943, effective March 10, 1943, under which 
the navy compensates complainant for the transportation of 
government traffic to and from Mare Island on an operating- 
expense-plus-10-per-cent basis, the 10 per cent being designated 
as a ‘management fee for its supervision, operation and man- 
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agement.’ This contract contains provisions which obligated 
complainant to file and prosecute the instant complaint, with 
the collaboration and assistance of the navy. 

“Complainant . . . made no attempt by rate comparisons 
or otherwise to prove that the assailed rates are in excess of 
the maximum of reasonableness. In fact the only specific rate 
comparisons presented were of the Mare Island rates with those 
at Vallejo and Napa Junction, to show that the former are uni- 
formly 5 cents higher than the latter. Complainant contends 
that Mare Island is subjected to ‘special’ treatment in the mat- 
ter of freight rates as compared with other points in the same 
general territory, and the unreasonableness alleged is stated to 
be relative rather than intrinsic unreasonableness. 

“Rates between Pacific coast points and points in territory 
to the east thereof are generally made under group adjustments 
in connection with which the rates are blanketed over wide 
areas in both origin and destination territories. Under these 
adjustments it is the usual practice to apply the same rates to 
and from all Pacific coast points in a particular group which 
are served directly by the main or branch lines of the line-haul 
carriers; or by affiliated short lines or subsidiaries; or by ter- 
minal lines which perform switching service for several line- 
haul carriers at particular points, in which cases the switching 
charges are absorbed by the line-haul carriers. .. . Rates of 
this character are included within the description of base rates. 
... There are ...a number of instances where the base rates 
are applied at points on connecting independent short lines for 
various reasons, but principally to meet carrier competition. 
. .. Otherwise, rates to and from points on such lines are made 
by the addition of their local rates, or arbitraries, to the base 
TOUS... .. 

The Commission said the complainant’s view was that, in 
the final analysis, the determinative question in this proceeding 
was whether Mare Island should be required to pay such higher 
rates for the sole reason that it was served by an independent 
short line rather than by the Southern Pacific. 


“Navy’s Choice” 


“The question here presented,” the Commission declared, 
“is whether it is relatively unreasonable or unduly prejudicial 
to deny the base rates to Mare Island while applying them at 
other points. It is the practice to make a distinction between 
points served by the line-haul carriers and by independent short 
lines. Mare Island is in the latter category and its inclusion 
therein is the result of the navy’s choice. This choice involved 
the acceptance of the 5-cent additional charge .. . which basis 
remained in effect for over 20 years without complaint. 

“Upon consideration of the circumstances and conditions 
surrounding the establishment and maintenance of the Mare 
Island rates, and those at Pacic coast points served by the 
line-haul carriers, we are of the opinion that comparisons be- 
tween them do not warrant a conclusion that the Mare Island 
rates are unreasonable. 


“With respect to comparisons with points which, like Mare 
Island, are served by independent short lines but which are 
nevertheless accorded the base rates, it is sufficient to point 
out that the commercial and competitive conditions which in- 
fluenced such action find no counterpart in connection with 
transportation to and from the Navy Yard on Mare Island. 
Such comparisons are not persuasive that the Mare Island rates 
are unreasonable. .. . Since the present rates are not shown to 
be unlawful, no basis is provided for requiring the establish- 
ment of lower joint rates, and no sufficient reason appears for 
— the present combination rates with joint rates no 
ower. ...” 


The remainder of the report dealt with the exclusion by 
the examiner of a “counter-proposal” by the Southern Pacific. 
and of evidence by the latter to show the effect of land-grant 
deductions and equalizations on the rates here in issue. The 
majority said exclusion of the counter-proposal was proper, but 
that the land-grant deduction and equalization evidence was 
admissible. 

Dissenting Views 


Commissioner Aitchison, in his dissent, said there had not 
been a full hearing because of exclusion of the evidence in sup- 
port of the counter-proposal, that it was relevant, and that “we 
should hear it before passing upon the merits of this unusual 
controversy.” Commissioner Alldredge said he thought it would 
be just and reasonable to require joint rates to and from Mare 
Island on the basis of an arbitrary of 2.5 cents over the Vallejo 
rates. With respect to the exclusion of evidence relating to 
land-grant deductions and equalizations, he said: 


The report, in my opinion, falls into serious error in holding that 
evidence relating to land-grant deductions and equalizations was ad- 
missible. An assumption necessarily underlying this offer by defendants 
is that they made a bad bargain when they entered into the land-grant 
agreements with the government. Of course, we have no right to accept 
such an assumption as well founded. That is a matter for Congress to 
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determine. Having opened up the question of land-grant deductions, 
however, we could not stop there, but would be obligated to embark 
upon a far-reaching inquiry into the subject with all its complications 
and ramifications. And a precedent having been set, in each proceeding 
thereafter in which the railroads might come forward with evidence 
relating to land-grant deductions, we would be under the necessity of 
repeating this performance. Such a procedure, of course, would lead 
us far afield from the issues properly raised in rate proceedings. Any 
such excursions into fields not committed to us could end only in 
futility. I feel sure such a precedent cannot prevail in the future. 


Coal, Ill. and Ky. to Chicago 


In affirming the findings of the prior report to the effect 
that a differential of 25 cents a net ton on bituminous coal, 
western Kentucky over southern Illinois, to Chicago, should be 
established in lieu of the present differential of 35 cents, the 
Commission, in its report on rehearing in No. 28629, Common- 
wealth of Kentucky et al. vs. Illinois Central et al., embracing 
No. 28689, Illinois Coal Traffic Bureau vs. Ahnapee & Western 
et al. (see Traffic World, Oct. 7, p. 903, and Dec. 23, p. 1632), 
said that the relatively unfavorable transportation conditions 
from western Kentucky were “amply reflected in the differ- 
entials of 25 and 35 cents which were prescribed and approved 
in the prior report to Chicago and the remainder of the north- 
west, respectively.” 

It said the conclusion was warranted that the present dif- 
ferential of 35 cents to Chicago and the 50-cent differential 
proposed by the defendants in No. 28629 and the [Illinois- 
Indiana interests to the entire northwest were amounts sub- 
stantially greater than justified by the relatively unfavorable 
transportation conditions from western Kentucky. 

The 25-cent and 35-cent differentials that had been pre- 
scribed in the prior report, the Commission continued, were 
in harmony with ‘other Commission-approved differentials, in- 
cluding the following, for differences between short tariff dis- 
tances indicated: western Kentucky over southern Illinois, 40 
cents to northern and western Missouri, 126 miles, and 43.5 
cents to St. Louis, Mo., 136 miles; western Kentucky and south- 
ern Illinois over Alabama to the Mississippi Valley, 5 cents for 
each 25 miles, and Harlan, Ky., over southwestern Virginia to 
the Carolinas, 17 cents, 53 miles.” 

The Commission noted that the complainants in No. 28629 
—the Commonwealth of Kentucky and the Railroad Commis- 
sion of Kentucky—assailed the present rate of $2.40 a net ton 
on bituminous coal from western Kentucky to Chicago and 
intermediate destinations in Illinois and Indiana taking the 
same rates (as against the $2.05 rate from southern Illinois to 
those points), as unjust, unreasonable, unduly prejudicial to the 
western Kentucky mine operators and unduly preferential of 
southern Illinois operators, to the extent that it exceeded or 
might exceed $2.30. It said that the complainant in No. 28689 


—an association of southern Illinois coal mine operators— 


alleged unlawfulness of the present rates set forth in No. 28629 
to the extent that the differential, western Kentucky over south- 
ern Illinois, was less than 50 cents. It observed that the states 
of Illinois and Indiana were among interveners opposing the 
Kentucky complaint. It reviewed the history of bituminous 
coal rates from the areas here involved, and said that evidence 
was presented on rehearing by the defendants and the Illinois- 
Indiana interests, such evidence consisting of additional rate 
and distance exhibits, commercial testimony, a cost study of 
the gathering services in the two coal mine groups, and a 
so-called constructive distance study. No evidence was offered 
on rehearing by the western Kentucky interests, it said. 


Main Question Presented 


The most important question presented in these proceed- 
ings, it stated, was, how much should be added to differentials 
based on distance to reflect differences between transportation 
conditions other than distance. It pointed to data showing that, 
based solely on distance and ton-mile yields and the history 
and nature of the adjustment and considering other transporta- 
tion and commercial conditions as being equal, western Ken- 
tucky would be entitled to differentials of about 17 cents to 
Chicago and 23 cents to the remainder of the northwest. 


Among elements contributing to greater assembly costs in 
western Kentucky, said the Commission, were more and severer 
grades and curves, more expensive river crossings and tunnels, 
and the facts that the mines in western Kentucky were more 
widely scattered than in southern Illinois. 

The cost study presented in evidence, it said, was defective 
in several important respects. 

It said that the situation before it with respect to the 
Chicago market was now substantially the same as when the 
25-cent differential was originally prescribed in Ohio Valley 
Coal Operators Association vs. Illinois Central, 53 I. C. C. 148. 

“There is nothing in the present-day commercial situation,” 
it declared, “which would justify rates from western Kentucky 
either higher or lower than would be warranted by the strict 


TRAFFIC WORLD 


application of the so-called yardstick, ‘distance, transportation 
conditions, and its proper place in the adjustment.’ Indeed, as 
we understand the position of the parties as developed on excep. 
tions and argument, there is no dispute as to this, but rather 
the dispute is as to what increment reflects the relatively un- 
favorable transportation conditions from western Kentucky, 
The instant record, as amplified on rehearing, has enabled us 
to resolve this dispute by the application of a better yardstick 
as to transportation conditions than was theretofore possible.” 

Commissioner Mahaffie noted concurrence in the result, 
Commissioner Aitchison noted a dissent, and Commissioner 
Porter wrote a dissenting expression, in which he was joined 
by Chairman Patterson and Commissioner Miller. Commis- 
sioner Barnard did not participate in disposition of the case. 


Market Relationships 


Commissioner Porter, taking issue with the majority’s state- 
ment that the situation now with respect to the Chicago market 
was substantially the same as when the 25-cent differential was 
originally prescribed in 1923, stated that in that year western 
Kentucky was shipping to the Chicago district only 2.9 per cent 
of the total tonnage moving to that district from Illinois, Indi- 
ana and western Kentucky, but that the percentage had risen 
to 7.4 per cent in the first eight months of 1943, while the per- 
centage from the southern Illinois group had declined from 
36.6 in 1923 to 32.6 in the first eight months of 1943. In 1941, 
“the last year of record in which conditions may be regarded 
aS approximating normal,” he said, the western Kentucky per- 
centage was 5.4 and that of southern Illinois, 19.9. 

He said that at the time the differential was first pre- 
scribed at 25 cents the rate from southern Illinois to Chicago 
was $1.55, as against a present rate of $2.05, and that “if a 
25-cent differential was proper then, under circumstances less 
favorable to western Kentucky and substantially more favor- 
able to southern Illinois than now, it seems rather inconsistent 
to require the same differential at this time when the base-rate 
level is higher by 32.3 per cent.” 

“IT am particularly out of harmony with the finding that 
this assailed rate is unreasonable,” he continued. “In none of 
the four prior proceedings in which this differential to Chicago 
was in issue . . . did we find any unreasonableness in these 
rates. We recognized then, as we have repeatedly since, that 
the midwestern coal-rate adjustment to Chicago, of which this 
western Kentucky rate is a part, is on the lowest level of any 
coal rates in the country. ... This is purely a section-3 rela- 
tionship case. . . . By no stretch of the imagination can it be 
found upon this record that southern Illinois has benefited un- 
der this (present) 35-cent differential; rather, its relative posi- 
tion in the Chicago district, as well as in the coal market gen- 
erally, has been steadily deteriorating as compared with that 
of western Kentucky. . . . It seems to me the rate here assailed 
should be found to be not unlawful.” 

The Commission, by its order attached to the report, dis- 
missed the complaint in No. 28689 and required the defendants 
in No. 28629 to establish, on or before March 22, according as 
they participated in the considered transportation, a rate not 
exceeding $2.30 a net ton. 


Salt from Kan. by Rail, Motor 


The decision by the Commission, division 2, in No. 28716, 
Morton Salt Co. vs. Alton Railroad Co. et al. and cases joined 
with that proceeding, in which the Commission prescribed truck 
minimum weights on salt from three Kansas origins and a 
reasonable tariff description of salt and salt mixtures by rail 
and motor from those points, in addition to finding various 
motor rules and practices unreasonable (see Traffic World, 
Dec. 23, p. 1623), was shown by the report to have been re- 
sponsive in part to a desire of the Morton Salt Co., not for 
rate reductions, but for establishment of uniform rules and 
regulations by motor carriers and for termination of present 
rate differences between rail and truck lines and between motor 
carriers themselves. Such differences, according to the report, 
had grown out of unrestrained competition for traffic. 

“These proceedings,’ the Commission said, “generally 
bring in issue the lawfulness of the rates on salt and salt mix- 
tures and the regulations and practices of rail and motor car- 
riers in the transportation thereof from Hutchinson, Kanopolis 
and Lyons, Kan., to Arkansas, Oklahoma, Missouri, Iowa, 
Nebraska, Wyoming, Colorado, certain points in New Mexico, 
Minnesota, North Dakota, South Dakota, and Kansas via inter- 
state routes. ... The complaints against the rates of the motor 
carriers are particularly with respect to the relation of those 
rates to the corresponding rates for-rail transportation.” 


Cases Covered by Report 


In an appendix to the report, the cases covered by it were 
pony and their subject matter summarized, substantially 
as follows: 





Dece 


and 
respé 
in A 
and 
unju 
plair 


Rate 
mot¢ 
ture: 
in N 
agai 
tors 
Pow 
man 
carr 


tiga 


com 


soul 








- that 
ne of 
licago 
these 
_ that 
1 this 
f any 
rela- 
it be 
d un- 
posi- 
[ gen- 
1 that 
Sailed 


t, dis- 
idants 
ng as 
e not 


28716, 
joined 
truck 
and a 
y rail 
arious 
Norld, 
en re- 
ot for 
s and 
resent 
motor 
‘eport, 


erally 
t mix- 
yr car- 
10polis 
Iowa, 
Texico, 
inter- 
motor 
those 


t were 
ntially 





December 30, 1944 






No. 28716—Carload and less-carload rates on salt and salt mixtures, 
and minimum weights, regulations and practices of defendants with 
respect thereto, from Hutchinson, Kanopolis and Lyons to destinations 
in Ark., Okla., Kan. (via interstate routes), Mo., Ia., Neb., Wyo., Colo., 
and certain destinations in N. M. alleged unjust, unreasonable and 
unjustly discriminatory to complainant and unduly preferential of com- 
plainant’s competitors. 

MC C-302, Morton Salt Co. vs. Adams Transfer & Storage Co. et al. 
Rates, charges, minimum weights, regulations and practices of many 
motor common carriers relative to transportation of salt and salt mix- 
tures in truckloads and less-truckloads from and to points referred to 
in No. 28716 alleged unjust, unreasonable and unjustly discriminatory 
against complainant and unduly preferential of complainant’s competi- 
tors shipping from and to the same origins to the same destinations. 

MC C-302, Sub. 1, Morton Salt Co. vs. Will C. Barrett Feed & 
Poultry Co. et al. ‘Rates on salt and salt mixtures assailed in same 
manner as indicated in MC C-302 over the lines of motor contract 
carriers from and to the same points as mentioned in MC C-302. 

MC C-278, Salt—Kansas to Colorado and Wyoming points. Inves- 
tigation instituted by division 2, concerning the lawfulness of the rates, 
etc., applicable to transportation of salt from Hutchinson, Kanopolis 
and Lyons to Colorado and Wyoming points, maintained by motor 
common and contract carriers. 

MC C-322, Salt—Hutchinson, Kan., to points in Kansas and Mis- 
souri. Investigation instituted by division 2, concerning the lawfulness 
of the rates, etc., applying on salt and salt compounds, minimum 
30,000 pounds, from Hutchinson to Kansas City and St. Joseph, Mo., 
and points grouped therewith, maintained by S. & C. Transport Co., 
Inc., Kansas City, Kan. 

I. and S. M-1568, Eggs, Salt—Kansas points to Kansas and Missouri 
points. Investigation instituted by division 2, concerning the lawful- 
ness of proposed reduced rates on various commodities from Hutchin- 
son, Kanopolis and Lyons to Kansas City, Mo.-Kan., and in reverse 
direction, as set forth in tariff supplements of Mohawk Freight Lines 
and Boyd Truck Lines, of Kansas City, Mo., and Kansas City Transfer 
& Storage Co., of Hutchinson, motor common carriers. 

I. and S. M-1702, Salt—Rates and Rules—Kansas to Iowa points. 
Investigation instituted by division 2 concerning lawfulness of rates 
on rock salt in bulk, minimum 20,000 pounds, rules governing C. O. D. 
service and stopping in transit for partial unloading of salt from 
Kanopolis and Lyons to points in Iowa as published by Ralph Kapke, 
Pleasant Dale, Neb., a motor common carrier. 

I. and S. M-1835, Salt—Kansas to Kansas City, Mo. Investigation 
instituted by division 2 concerning lawfulness of proposed reduced 
rates and increased minimum weight on salt in truckloads from Hutch- 
inson, Kanopolis and Lyons to Kansas City, Mo., as published by 
Boyd Truck Lines, Inc. 

I. and S. M-2008, Salt—Lyons, Kan., to Minnesota, Missouri, North 
Dakota and South Dakota. Investigation instituted by division 2 con- 
cerning lawfulness of proposed commodity rates on salt, minimum 
20,000 pounds, and proposed rules governing application of rates to 
unnamed intermediate points, stopping in transit, split delivery, and 
sacking of bulk salt before delivery, as set forth in tariff of The McCue 
Transfer Co., Grand Island, Neb., motor common carrier. 

I. and S. M-2044, Hutchinson Cider and Vinegar Works, Salt—Kansas 
to Colorado. Investigation instituted by division 2, concerning pro- 
posed reduced minimum rates or charges and new regulations and 
practices affecting them, filed by Hutchinson Cider & Vinegar Works, 


—— contract carrier, from Hutchinson to designated points in Colo- 
rado. 


Complainant’s Objectives 


The Morton Salt Co., according to the report, asked that 
the rail rate adjustment on salt and salt mixtures from the 
Kansas field be “pegged” at*the so-called normal rates estab- 
lished as the result of Rate Structure Investigation, Part 13, 
Salt (197 I. C. C. 115), plus the general increases subsequently 
authorized, and that the Commission prescribe minimum rates 
on salt for common and contract motor carriers 2 cents higher 
by the 100 pounds than by rail on package and bulk salt, 
minimum 45,000 pounds, and a uniform truckload minimum of 
20,000 pounds. 


“This spread,” the Commission said, “is advocated on the 
theory that the charge per unit should be higher on the smaller 
quantity of salt, and that the motor carrier service is ordinarily 
more valuable to the shipper or consignee than the rail service. 
Complainant is apprehensive that the continuance of the re- 
duced rail rates and 30,000-pound carload minimum approved 
by division 3 in Salt from Kansas and Utah (251 I. C. C. 283) 
will encourage the spread of such rates and minimum to the 
whole circle of territory in which Kansas salt is distributed, 
with corresponding reductions from other fields which now 
ship to portions of that territory.” 


The Commission said the Middlewest Motor Freight Bureau 
contended that the spread, truck rates over the rail rates, 
should be 1.5 cents, except that to Kansas City they should be 
the same as the rail rates on bulk salt, minimum 80,000 pounds. 

The report showed that the Morton Salt Co. did not find 
fault with the rail rates to Missouri (except to points on the 
Missouri River), or to Arkansas, Oklahoma or Nebraska, but 
that the complainant was concerned about the rates to Colorado, 
Wyoming and Missouri River points that were reduced as a 
result of the Commission’s findings in Salt From Kansas and 
Utah. The Commission said that, in that proceeding, the Morton 
Salt Co. joined with the respondents therein in urging approval 
of the reduced rates. It added that there was no evidence of 
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record in the instant proceeding to warrant findings incon- 
sistent with those of division 3 in Salt From Kansas and Utah, 
“as would be necessary if we were to find that the assailed - 
rates were less than reasonable minima.” 


Rail Maximum Weights 


The Commission stated that the parties to the proceeding 
were in agreement as to the maintenance of the generally ap- 
plicable minimum by rail of 80,000 pounds on bulk salt, and 
45,000 pounds on package salt in straight carloads or in mixed 
carloads with bulk salt. 

After a discussion of the rates in issue, the Commission 
concluded that the record was not convincing that the rates 
on salt in truckloads, as described in the report, were unrea- 
sonable or otherwise unlawful, and that there was nothing “on 
this record” that would justify modification of the findings 
made in Rate Structure Investigation, Part 13, Salt, with re- 
spect to the rail rates. 


Tariff Description 


Varying descriptions of salt were published by rail and 
motor carriers, the Commission said. 

“Tt is important in the transportation of salt, that has so 
many uses and mixtures,” said the Commission, “that it be 
definitely and uniformly described in the tariffs, in order that 
shippers may readily determine the mixtures that are permitted 
by the various carriers under the rates named in their tariffs. 
The disparity of descriptions by the various carriers results in 
confusion.” 

It said the record supported the conclusion that a uniform 
tariff description of salt, set forth in an appendix to the report 
and advocated by the parties to the proceeding, would be rea- 
sonable for the future. It said that “should it develop later 
that items in the salt list are improperly limited or are too 
extensive, the matter may be called to our attention.” 


Motor Minima 


Present motor carrier minima on salt ranged from 5,000 
to 30,000 pounds, said the Commission. It said the showing 
made indicated the ability of most motor carriers to maintain 
a minimum of 20,000 pounds, and that the record established 
the propriety of such a truckload minimum. It added that the 
record was inadequate on which to prescribe an overflow rule. 
The record did not contain evidence of the character necessary 
to prescribe a basis of minimum reasonable rates on less-than- 
truckload quantities, it stated. 

The rates in issue in MC C-322, the report showed, had 
subsequently been canceled, and the respondent’s present rates 
were 19 cents a hundred pounds, minimum 10,000 pounds, 
and 17 cents, minimum 18,000 pounds. The schedules under 
suspension in I. and S. M-1568, it said, had since been canceled, 
and this was true, also, of the schedules under suspension in 
I. and S. M-1835. In discussion of the proposals under sus- 
pension in I. and S. M-1702, the Commission said that the 
respondent proposed authorizing of four stops in transit for 
partial unloading of salt, without charge for the service, and 
collection of C. O. D. charges without an extra fee, although 
members of the Midwest Motor Freight Bureau made charges 
for such services. A similar stopping-in-transit-rule and a split 
delivery rule were proposed, the report showed, in the schedules 
that had been suspended in I. and S. 2008 and that became 
effective December 5, 1942. In I. and S. M-2044, the respondent 
proposed rates from Hutchinson to points in Colorado based 
on a minimum of 15,000 pounds. The rates proposed, said the 
Commission, generally were on the basis of those maintained 
by the rail lines, minimum 45,000 pounds. 


“Except to the extent that they contain rates which are 
properly aligned with those approved generally in this report,” 
said the Commission, “the schedules suspended in the fore- 
going proceedings contain minimum weights and other pro- 
visions which are inconsistent with our conclusions relative to 
corresponding practices and rules herein.” 

The Commission set forth its findings as follows: 


1. That the carload, less-than-carload, and truck-load rates assailed 
are not shown to be unreasonable or otherwise unlawful. 

2. That the less-than-truckload rates assailed are not shown to be 
unreasonable or otherwise unlawful. 

3. That the minimum weights applicable in connection with the 
rates of motor carriers, common and contract, on salt and salt mix- 
tures, in truckloads, or on so-called quantity shipments (on which 
rates less than the less-than-truckload rates are applicable), from and 
to the aforementioned points, that are less than 20,000 pounds, are 
unreasonable, and that a reasonable minimum for application in con- 
nection therewith is, and for the future will be, not less than 20,000 
pounds per truckload. 

4. That the present description of salt and salt mixtures, author- 
ized by the tariffs of defendant rail carriers and defendant and re- 
spondent motor carriers, from and to the points under consideration, 
is unreasonable; that a reasonable description of salt and salt mixtures, 
from and to those points, is. and for the future will be, that set forth 
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in Appendix B hereto; and that the inclusion of commodities other 
than those indicated, at the carload or truckload rates on salt and 
salt mixtures, containing a less content or percentage of salt than 
described in connection with the articles or commodities named in 
appendix B, is, and for the future will be, unreasonable. 

5. That the practice of defendant and respondent motor carriers of 
performing extraneous services independent of the line-haul rates on 
salt and salt mixtures, in truckloads, and so-called quantity shipments, 
from and to the aforementioned points without imposing a reasonable 
extra charge for the services in addition to the line-haul rates, is 
and for the future will be unreasonable and accords the services at 
charges, or lack of charges, which are and for the future will be less 
than reasonable. 

The reasonable practices and rules for application in connection 
with the rates on salt and salt mixtures, in truckloads, are, and for 
the future will be, in substance, that truckload rates will provide 
delivery in road-haul units only to street level docks, bins, platforms, 
or elevators directly accessible to the tailgate of the vehicle on which 
the road-haul is performed, and that if necessary for the carrier to 
transfer the lading from the road haul to pick-up trucks, wheelbarrows, 
dump carts, or any other vehicles in order to effect delivery, an extra 
charge of 5 cents per 100 pounds will be applied. Rules consistent 
with those described and now maintained by the Middlewest Motor 
Freight Bureau tariff MF-I. C. C. No. 110, Rule 70-A, will be lawful 
for the future. 

That the present rules and practices of defendant and respondent 
motor carriers with respect to the sacking of salt in transit from and 
to the aforementioned points are and for the future will be unreason- 
able and result in unjust discrimination as between shippers and re- 
ceivers of salt. This service should be discontinued. 

7. That the practice of defendant and respondent motor carriers 
of granting a stopping-in-transit arrangement to partially unload or 
to complete loading in transit on salt and salt mixtures, in truck- 
loads, from, and to the afore-mentioned points, are discriminatory and 
accord services at charges, or lack of charges, which are and for the 
future will be less than reasonable to the extent (1) that they provide 
for more than four stops in transit to complete loading and partially 
unload shipments, (2) that the charge for each stop is less than $1, and 
(3) that the rate on any portion of a truckload shipment stopped for 
such loading or unloading is less than the highest truckload rate from 
or to any point at which any part of the shipment is loaded or 
unloaded, 

8. That the practice of defendant and respondent motor carriers 
of according split delivery service on truckload shipments without 
specific tariff authority or without making a lawfully published charge 
therefor is and for the future will be in violation of section 216 of 
the act. 

9. That the practice of defendant and respondent motor carriers 
of collecting and remitting collect on delivery charges to shippers 
without the collection of a fee therefor, on shipments of salt and salt 
mixtures from and to the aforementioned points, is, and for the future 
will be, unreasonable, as it accords a service at charges, or lack of 
charges, which are less than reasonable. A reasonable rule and fees 
for the service of collecting c.o.d. charges on salt and salt mixtures 
and remitting them to the shipper, are, and for the future will be, those 
now maintained by the rail carriers, and described herein, on salt 
traffic from and to the aforementioned points. No order will be entered 
at this time but respondent motor carriers should establish such a rule. 
If this is not done within 90 days from the service of this report, the 
matter may be brought to our attention for the entry of an order. 

10. That the schedules under consideration in I. & S. No. M-1702, 
I. & S. No. M-2008, and I. & S. No. M-2044 are not shown to be just 
and reasonable, and that the rules and regulations under consideration 
in Nos. MC-C-278 and MC-C-322 are in violation of section 216 of the 
act to the extent that they are inconsistent with those found lawful 
herein. Respondents will be required to cease and desist from applying 
their present rates, rules, and regulations to the extent that they are 
inconsistent with those found lawful herein, and will be required to 
cancel their schedules under consideration, whether or not they have 
become effective, without prejudice to the establishment of other tariff 
provisions in conformity with our conclusions herein. All of the pro- 
ceedings previously mentioned in this paragraph, together with those 
in I. & S. No. M-1568 and I. & S. No. M-1835, will be discontinued. 


Commissioner Alldredge, dissenting in part, said he dis- 
agreed with the report insofar as it failed to require increases 
in both the motor and rail rates “to a reasonable level.” He 
said there was general recognition on the part of the shippers 
that the present line-haul rates were less than reasonable and, 
in many instances, non-compensatory, and that it was shown 
that many of the truckload rates yielded revenue ranging from 
as little as 4 to 10 cents a truck-mile. 


“In failing to require uniform and reasonably compensa- 
tory rates,” he said, “the majority report .. . fails to reach the 
fundamental cause of the complaint and dissatisfaction in the 
numerous proceedings embraced in the report; and the findings 


are in disregard of the virtually unanimous views of all parties 
concerned. 


“That the financial situation of the motor carriers of freight 
in the general area involved in this proceeding is anything but 
favorable is notorious. In fact, it recently became so precarious 
that it was necessary for the federal government ... to take 
over possession and control of 103 of them... .” 

The Commission by its order in the proceeding, required 
the defendants in No. 28716, MC C-302 and MC C-302, Sub. 1, 
to comply with the findings in the report on or before March 20, 
prescribed the minimum weight for a truckload shipment at 
truckload rates as not less than 20,000 pounds, ordered can- 
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cellation of the schedules suspended in I. and S. M-1702, I. and 
S. M-2008 and I. and S. M-2044 on or before January 20, and 
discontinued the proceedings in I. and S. M-1568, I. and S, 
M-1702, I. and S. M-1835, I. and S. M-2008, I. and S. M-2044, 
MC C-278, and MC C-322. 


SILVER LINE PURCHASE 

The Commission, division 4, by a report and order in MC 
F-2531, Sam Lieberman, et al.—Purchase—Silver Line, Inc., 
has denied authority for purchase of operating rights and prop- 
erty of Silver Line, Inc., New York, N. Y., by Sam Lieberman, 
Barnet Gidinansky, Isaac Schuller, Natalie F. Lieberman, Goldie 
Bergrin, Dorothy Giddins, Yetta Gidinansky, and Libby Elin, a 
partnership, doing business as Silver Line Express Co., New 
York. The proposed purchase price was given as $22,500. 

The division said the general partners and the husbands of 
the limited partners owned all outstanding capital stock of 
Interstate Dress Carriers, Inc., New York, and that one general 
partner and two of the husbands also owned all the stock of 
the Remsen Trucking Corporation, New York. It said that 
irregular route operations of Interstate and Remsen, together, 
were greater in some and included all points served by the 
vendor, Silver Line, Inc., over irregular routes, except points 
in Hudson county, N. J., and that the vendor’s operating 
authority embraced about one-third of Interstate’s territory and 
nine of the 15 New Jersey counties served by Remsen. All of 
the carriers involved in the proceeding transported wearing 
apparel, said the division. 

“The parties may, in the future, unify operations of Inter- 
state and vendee, but desire at present to maintain the separate 
entities,” said the division. ‘No economies would be realized 
as a result of the proposed acquisition.” The division further 
said: . 


By reason of affiliation of the individuals involved, it is evident 
that control and management of the partnership, Interstate, and Rems- 
sen would be in a common interest if the instant proposal were ap- 
proved, and all three carriers would render substantially the same 
service largely in the same territory. No sufficient reason is of record 
for the creation of a new entity, the partnership, to take over vendor’s 
operations. 


HUBER MOTOR PURCHASE 


By a report and order in MC F-2508, Frank and Joseph 
Budreck—Control; Budreck, Inc.—Purchase—The Huber Motor 
Transportation Co., the Commission, division 4, has denied the 
application of Budreck, Inc., of Chicago, Ill., for authority to 
purchase certain operating rights of the Huber Motor Trans- 
portation Co., Tiffin, O., and of Frank and Joseph Budreck, 


partners and controlling owners of Budreck, Inc., for authority: 


to acquire control of such rights through the purchase. Com- 
missioner Miller noted a dissent. 

The division said that for $9,625, Budreck, Inc:, had agreed 
to purchase certain operating rights of Huber between Chicago 
and Cincinnati, subject to certain reservations. It further said: 


It is apparent from the foregoing reservation in the contract that 
if the instant application were to be approved as proposed the result 
would be the creation of separate operating rights in two carriers 
from those of a single carrier over the same highways between Indian- 
apolis and Dayton, 107 miles, although no evidence has been adduced 
and no finding is warranted on this record that the public convenience 
and necessity require the second operation. A like situation would 
also prevail in connection with the segment of the route proposed to 
be sold between intersection of U. S. Highways 40 and 6, and Chicago, 
as vendor proposes to continue using the same stretch of highway in 
serving Chicago in connection with its retained operations between that 
point and northeastern Indiana and northern Ohio areas. The fact 
that the latter segment is described in two separate portions of ven- 
dor’s certificate does not alter the situation. The facts here with 
respect to ‘‘splitting’’ of operating rights is not distinguishable from 
those presented in H. P. Welch Co.—Purchase—E. J. Scannell, Inc., 
2M. C. CG. He... 


The division also said that if the transaction were approved 
as proposed, Budreck and the partnership, under common con- 
trol and management, would hold separate operating authority 
to handle certain of the same commodities between certain 
common points and that such operations, except for the com- 
mon control, would be competitive one with another. 


RED STAR MOTOR COMPLAINT 


In MC C-397, Baltimore & Annapolis Railroad Co. vs. Red 
Star Motor Coaches, Inc., the Commission, division 5, has found 
that Red Star has not been shown to have operated between 
Annapolis and Baltimore, Md., in violation of the terms of its 
certificate, and has dismissed the complaint filed on March 30 
by the Baltimore & Annapolis, an electric interurban railroad. 

The division said that a certificate issued under the “grand- 
father’ clause to Red Star Motor Coaches, Inc., as successor to 
Red Star Lines, Inc., on May 14, 1943, authorized, among other 
operations, transportation of passengers and their baggage, and 
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of express, mail, and newspapers in the same vehicle with pas- 
sengers, between Salisbury and Ocean City, Md., and Philadel- 
phia, Pa., and Baltimore, Md., with certain service at inter- 
mediate points. 

The language in issue, said the division, was as follows: 
“Service is authorized to and from all intermediate points ex- 
cept between Annapolis and Baltimore, Md. It said that neither 
the transcript of hearing nor the report in the “grandfather” 
proceeding, Red Star Lines, Inc., Common Carrier Application, 
7 M. C. C. 642, had given any explanation or clue to the mean- 
ing of the language in issue, and added that at the hearing the 
bus company objected to the receipt in evidence of any matter 
that was part of the “grandfather” proceeding on the ground 
that that proceeding had been adjudicated. It further said: 


If it had been intended to prohibit defendant from transporting 
local interstate passengers between Annapolis and Baltimore, in view 
of the precedents indicating the methods in use at the time the certifi- 
cate was issued, more specific language would have been employed. Not 
only does the particular language ‘‘except between Annapolis and Balti- 
more’’ closely associated with the words ‘‘intermediate points’’ negative 
such an intent but also the evidence adduced herein. Uncontroverted 
testimony is to the effect that the defendant and its predecessor, except 
for. the interruption in service as hereinbefore described, continuously 
since 1933 have transported interstate passengers and their baggage in 
local service between Annapolis and Baltimore. We conclude that the 
restriction under consideration merely prohibits service in interstate or 
foreign commerce to or from intermediate points between Annapolis and 
Baltimore. Compare Consolidated Freight Lines, Inc., Com. Car. Appli- 
eation, 11 M. C. C. 131, at page 136. From the foregoing, it follows 
that complainant has failed to establish that defendant is violating the 
terms of its certificate or that it is entitled to the relief requested. 


Motor Exemption Question 


By a report and order in MC 104857, Lennie Newman Con- 
tract Carrier Application, the Commission, division 5, found 
that a certificate or permit was not required and could not be 
issued under section 203 (b) (6) of the interstate commerce 
act to Lennie Newman, operating as Lennie Newman’s Truck 
Service, Pittsfield, Ill., engaged in seasonal motor transporta- 
tion of apples as a contract carrier from Pittsfield and points 
within 25 miles thereof to St. Joseph and Kansas City, Mo. 
The division dismissed the application, Commissioner Lee con- 
curring in the result 

Noting that the apples transported for hire by the applicant 
were merely packed and not processed, the division said there 
was no doubt they were agricultural commodities and were 
therefore embraced in section 203 (b) (6). On the question 
whether the exemption applied in view of the fact that the 
applicant leased her equipment to other motor carriers for 
transportation of their traffic, the division cited its finding in 
Monroe Common Carrier Application, 8 M. C. C. 183, in which 
it had concluded that the exemption was directed to the use 
that was made of a motor vehicle by the person who was con- 
ducting its operation, regardless of the use to which it might 
be put at some other time by another person. 

The division further said: 


As previously stated there is no information of record whether 
applicant’s vehicles are used for the transportation of property during 
the four-month period from April 30 to August 30, inclusive, when the 
vehicles are not used for the transportation of apples. If during the 
stated period applicant’s vehicles are used for the transportation of 
property for compensation in either interstate or intrastate commerce, 
then the partial exemption would not apply and applicant would be 
required to obtain appropriate authority to conduct all of the opera- 
tions. In the absence of any evidence, it will be assumed that during 
the above stated period applicant’s vehicles are not used for the 
transportation of property for compensation. If this assumption, and 
the assumption with respect to the leasing of applicant’s vehicles are 
not correct, and the parties will so advise us, we will give further 
consideration to this matter. 


Ferrying of Freight Cars 


_ A majority of the Commission, in a report on reconsidera- 
tion in W-587, Foss Launch & Tug Co. Applications, has af- 
firmed the findings by division 4 in the prior report on recon- 
sideration (260 I. C. C. 103) that the term “transportation of 
commodities generally,” as used in connection with a grant of 
operating authority to a water carrier subject to part III of 
the act, does not include freight car ferry service. The effect 
of the decision is to forestall plans of the Foss Launch & Tug 
Co., as indicated in the Commission’s report, to engage perma- 
nently in freight car ferry service under the authority here- 
tofore issued to that company to transport “commodities gen- 
erally” by means of non-self-propelled vessels with the use of 
separate towing vessels between all points in the state of Wash- 
ington on Puget Sound and Grays Harbor, and to engage in 
general towage between points along the Pacific coast. 
Chairman Patterson wrote a dissenting opinion, in which 
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he was joined by Commissioner Aitchison, and Commissioner 
Lee noted a dissent. Commissioner Barnard did not participate. 

“In the administration of part III of the act,” said the 
majority, “division 4 has treated freight car ferry service as 
transportation not embraced within the authority covering the 
‘transportation of commodities generally.’ . . . Applicant con- 
tends that while such operation may be separate and distinct 
as a matter of fact this is not true as a matter of law. The 
question here is, did the operations which applicant was per- 
forming on and since the ‘grandfather’ date include thé opera- 
tions recognized as freight car ferry service? . . . The opera- 
tions in which applicant was engaged . . . did not include the 
performance of freight-car ferry service. .. .” 

Chairman Patterson said, in his dissent, that under the 
certificate herein issued the applicant might transport general 
commodities in any sort of a package or vehicle except a freight 
car. He added: 


If the lading of a freight car were in a limited number of con- 
tainers, those containers could be transferred to applicant’s vessel; or 
the body of a loaded box car would be lifted from the trucks by a 
crane and placed on the vessel; or a loaded motor vehicle could be run 
onto the vessel; and in any of those circumstances the water trans- 
portation would be authorized by this certificate, but the transportation 
of a loaded freight car on its own wheels is prohibited. The majority’s 
classification of applicant’s operations depends not merely upon whether 
the container in which the traffic is offered is on wheels, but whether 
it is on a particular kind of wheels. Such classification involves a 


degree of detailed exactitude which is not contemplated or warranted 
by the law. 


In my opinion applicant is entitled to a certificate covering general 
commodities, including freight cars loaded or empty. 


By an order in W-587, the Commission, division 4, has 
extended from December 31, 1944, to December 31, 1945, the 
temporary authority heretofore granted to the Foss Launch & 
Tug Co. for operation as a common carrier in performance of 
a freight-car ferry service in interstate and foreign commerce, 
by non-self-propelled vessels with the use of separate fowing 
vessels (1) between Seattle and Tacoma, Wash., on the one 
hand, and Shelton, Wash., on the other, (2) between Seattle 
and Port Gamble, Wash., and (3) in the transportation of ex- 
plosives and ammunition between Tacoma, on the one hand, 


and Keyport, Ostrich Bay and Indian Island, Wash., on the 
other. : 


Frozen Fruit Rates 


By a report and order in I. & S. M-2357, Fruit, and Pick- 
Up and Delivery Rules, in Illinois, Minnesota, and Wisconsin, 
the Commission, division 2, has found the proposed commodity 
rates on cold-packed, frozen, fresh fruit from Sawyer and Stur- 
geon Bay, Wis., to St. Paul and Minneapolis, Minn., and other 
points, not to apply on unfrozen, fresh fruit, and not shown 
just and reasonable. It also found not shown just and reason- 
able proposed rules authorizing pick-up and delivery of part 
shipments at the carriers’ Chicago or St. Paul terminals, with- 
out charge. The suspended schedules were ordered cancelled 
and the proceeding discontinued. 

The division said a local and joint commodity rate of 37. 
cents, minimum 18,000 pounds, from Sawyer and Sturgeon Bay 
to the Twin Cities, had been proposed on fresh fruit, cold 
packed (frozen fruit, either sweetened or not sweetened). It 
also said that although the proposed rate would apply on all 
cold-packed fruits, the evidence related entirely to cold-packed 
cherries, Sawyer and Sturgeon Bay being situated in a cherry- 
producing territory. It said the principal argument advanced 
by the respondent motor carriers was that if the suspended rate 
had been allowed to become effective, it would have resulted 
in no change from the rate then in effect, except for an in- 
advertent reduction in the minimum weight. Said the division 
further: 


The specific restriction against the application of the 32-cent rate 
is urged by the respondents as a clear indication that the unrestricted 
rate of 37 cents in effect prior to January 10, 1944, was intended to, 
and did, apply on cold-packed fruit. Whether the 37-cent rate was 
applicable on cold-pack fruit does not depend upon the negative provi- 
sions restricting the application of the 32-cent rate, but rather upon 
the broader question of whether the tariff description of canned or 
preserved fruit included fruit preserved by refrigeration in a juice, 


either sweetened or unsweetened. The respondents take the position 
that it did. 


Citing Eastbound Transcontinental Canned Goods (No. 2), 
50 I. C. C. 62, 67, the division further said: 


The term ‘‘canned fruit’’ does not include fruit of any kind or in 
any state of preparation simply because it may be shipped in a can 
or metal container. Where the word ‘‘canned’’ is used with the dis- 
junctive ‘‘or’’ in connection with the word “‘preserved,’’ it denotes 


a process of preservation of the contents rather than the receptacle in 
which the goods are placed. 
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Similarly, the division said, citing American Preserve Co. 
vs. Reading Co., 128 I. C. C. 146, the term “preserved” does not 
include cold-packed fruit. It said there was no indication that, 
from a tariff standpoint, the respondents had considered canned 
or preserved fruit or foodstuffs as including cold-packed fruit. 

With respect to the split pick-up rule, the division said: 


There is some indication that the respondent is improperly applying 
the provisions of its current split pick-up rule. If we understand the 
evidence correctly, it at present picks up two 10,000-pound lots of 
merchandise at pick-up points and transports them as a truckload of 
20,000 pounds shipped by the forwarder at the 20,000-pound rate plus 
$1.17 for each pick-up. The charge of $1.17 is contained in paragraph 
(A) of the rule....It is applicable on shipments ‘‘* * * picked up 
from two shippers * * *.’’ As the forwarder is a shipper in its rela- 
tion to the respondent, it appears that the truckload is picked up from 
one shipper at two places, for which charges different from those 
applied are provided in paragraph (B) of the respondent’s pick-up 
rule. The respondent should collect the charges legally applicable on 
such shipments. 


Railroad Abandonments 
M. P. in Neb. 


In Finance No. 14232, Missouri Pacific Raliroad Corporation 
in Nebraska Trustee- Abandoment, the Commission, division 4, 
on further consideration, has vacated its certificate and order 
of September 16 in which, effective a year from its date, the 
division had permitted abandonment by the applicant’s trustee 
of a portion of a branch line extending from Talmage to Crete, 
approximately 58.1 miles in Otoe, Johnson, Lancaster, and 
pg counties, Neb. (See Traffic World, September 23, p. 

The division ordered the proceeding reopened for further 
hearing for taking additional testimony with respect to the 
operation, revenues, and expenses of the line for the year 1943 
and for as much of 1944 as the information might be available, 
including a segregation of revenues and expenses on the por- 
tions of the line from Auburn to Talmage and from Talmage to 
Crete, respectively, and the estimated result of operating the 
line from Talmage to Crete based on the assumption that opera- 
tion between Auburn and Talmage must be continued in any 
event. 

It ordered the applicant to permit the protestants, or their 
representative, to examine at a mutually convenient point on a 
date not later than January 10, any and all division sheets of 
the applicant pertaining to the distribution of revenues between 
the various carriers with respect to traffic originating at, des- 
tined to, or passing over the line of railroad from Crete to 
Auburn, Neb., or any portion of it. 

Further hearing in the proceeding was set form January 26, 
at 9:30 a. m., at the Cornhusker Hotel, Lincoln, Neb., before 
Examiner Lyle. 

Louisiana & Arkansas ss 


By an order in Finance No. 14281, Louisiana & Arkansas 
Railway Co. Abandonment, the Commission, division 4, has 
dismissed the application of the Louisiana & Arkansas in that 
proceeding for authority to abandon a line approximately 19.62 

miles long, extending from St. Francisville to a point near 
~ Angola, in West Feliciana Parish, La. The Commission said in 
its order that it was dismissing the application on considera- 
tion of the record and of the request by the applicant for dis- 
missal. Correspondence in the docket of the proceeding included 
a letter to the Commission from A. L. Burford, general solicitor 
of the Louisiana & Arkansas, asking that the application be 
dismissed because of consummation of the sale of the line pro- 
posed to be abandoned to the West Feliciana Railway Co. with 
approval of the Commission in Finance No. 14444. 


Commission Motor Reports 


‘An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of motor carrie 
reports of the Commission. Mimeographed copies of such reports in 
full may be obtained by prompt application to the Commission.,’ 


MC 105009, National Trucking Co., Inc., Newark, N. J., 
contract carrier. Permit approved. Iron and steel products, 
building, construction, heating, and insulating materials, sup- 
plies, and equipment, and such commodities as are dealt in by 
wholesale and retail hardware stores, between certain areas 
in Conn., N. J., N. Y., and Pa. 

MC 73165, Sullivan, Long & Hagerty, Inc., Bessemer, Ala., 
common carrier, embracing also MC 73165, Sub. 1, same, ex- 
tension. On reconsideration, findings in prior report, 43 M. C. C. 
203, modified. Certificate approved. Iron and steel and iron 
and steel articles from Birmingham, Ala., and points within 10 
miles thereof, to points in Fla., Ga., Miss., La., and Tenn., 
with return of damaged or rejected shipments to points of 
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origin; general commodities, with exceptions, from points in 
Ga., Miss., and Tenn., to Birmingham and points within 10 
miles thereof; fire brick and refractory materials from 
Bessemer, Ala., to points in Fla., Ga., Miss., and Tenn.; con- 
tractors’ outfits and equipment between Bessemer and points in 
Alabama within 100 miles thereof, on the one hand, and points 
in Ga., Miss., Tenn., La., and Fla., on the other. Chairman 
Patterson and Commissioners Miller and Rogers noted dissents, 


Commission Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of Commission 
reports. Mimeographed copies of such reports in full may be ob 
tained by prompt application to the Commission.) 


Freight Transfer to Ships 


I. and S. No. 5038, Handling Freight Between Ships and 
Cars at Ports. By division 2. On oral argument, finding in 
prior report, 253 I. C. C. 371, affirmed, that proposed tariff 
rule that “under the application of shipside rates, rail lines 
will make no allowance or payment for transferring freight 
directly between ships and open top cars by ship’s tackle, ship’s 
stevedore or ship’s contract, alone or in conjunction with me- 
chanical or other facilities,’ was just and reasonable. The 
report said the only issue was the practice of the rail carriers 
in joining with the water carriers in the payment for trans- 
ferring heavy-lift articles by means of derrick barges at New 
Orleans and refusing to make any allowance for transferring 
similar shipments with land-based hoist at Houston resulted in 
undue preference of the Port of New Orleans and undue prej- 
udice to the Port of Houston. The report said it was difficult 
to understand how preference or prejudice could result from 
the described practices, adding that the net result was shipside 
delivery at each port without additional charge to the shipper 
or operator of the dock. It said that any difference in the cost 
of the service to the respective carriers resulted from the avail- 
ability or lack of facilities to handle the shipments. It said it 
was indicated that the cost of renting a derrick barge at New 
Orleans amounted to $180 a day and that the respective costs 
of renting a hoist or of unloading or transferring these com- 
modities at Houston were not disclosed. It said that “so far as 
we are advised it may be that greater costs are incurred at 
New Orleans than at Houston, and to that extent any advan- 
tage in the use of one port as against the other may be in 
favor of Houston.” Commissioner Splawn dissented, saying that 
when the matter was first before the division he had expressed 
the view that the suspended provision should be stricken from 
respondent’s tariffs, and that he adhered to that rule. 


Soda Ash 


I. & S. No. 5315, Routing Soda Ash from Baton Rouge, La. 
By division 2. Proposed cancellation of route IC-4140 from 
Baton Rouge, La., to East St. Louis, Ill., and St. Louis, Mo., 
available in connection with a rate on soda ash, in carloads, 
and the resulting rate to Chattanooga, Tenn., an intermediate 
point, found not shown just and reasonable. Suspended sched- 
ule ordered cancelled, and proceeding discontinued. The re- 
port said that by a schedule filed to have become effective Au- 
gust 10, certain rail carrier respondents parties to Agent W. P. 
Emerson’s tariff I. C. C. No. 325, operating in the affected 
territory, had proposed to cancel tariff route IC-4140, in con- 
nection with a water-competitive rate of 29 cents. It further 
said the 29-cent rate had been charged on shipments to Chatta- 
nooga, under authority of a provision in the tariff for the ap- 
plication of rates to intermediate points. It said cancellation 
of the described rate would make certain application of the 
9th class rate of 46 cents, minimum 40,000 pounds to Chatta- 
nooga. 

Logs and Stumps 


No. 29032, Pulaski Veneer Corporation vs. Atlantic & Yad- 
kin Railway Co. et al. By division 2. On reconsideration, find- 
ing in prior report, 258 I. C. C. 706, as to rates for the future 
on logs and stumps of native wood, in carloads, from Huntdale, 
N. C., and Whitesburg, Ky., to Pulaski, Va., modified. Rates to 
Pulaski for the future found unreasonable to the extent they 
may exceed 15, 13 and 23 cents, from Cumberland Gap, Tenn. 
Huntdale and Whitesburg, respectively. Establishment of those 
rates on or before March 29 ordered. 


M. & U. REORGANIZATION 
By a certificate in Finance No. 14316, Middletown & Union- 
ville Railroad Co. Reorganization, the Commission, by division 
4, has certified that in the preparation by its bureau of valua- 
tion of a report on certain elements of value as of December 31, 
1943, of the property of the debtor railroad, the Commission 
incurred a total expense of $63.32. 
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Proposed Reports in I. C. C. Cases 


Railroad, Water, and Motor Transport 





Florida Motor Lines Purchase 


Saying that the joining of the “present practical monopoly” 
of bus transportation held in Florida by Florida Motor Lines 
Corporation with the system operated by Greyhound Corpora- 
tion would further the latter’s approach to a nation-wide mo- 
nopoly, Examiner Irving J. Raley, in a proposed report, has 
recommended that the Commission deny Greyhound authority 
both to acquire control of Florida Motor through ownership of 
capital stock and to issue not exceeding 239,127 shares of com- 
mon capital stock without par value. The title of the report is 
MC F-2436, Greyhound Corporation—Control—Florida Motor 
Lines Corporation, embracing also MC F-2437, Same—Issuance 
of Securities. 

“The proposed transaction cannot be viewed in the light of 
the territory served by Florida Motor alone,” said the examiner. 
“The entire section of the country east of the Mississippi River 
would be affected, for it is this territory from which Florida 
draws the major portion of its tourist and vacation business 
and doubtless will continue to do so.” 

The examiner said, however, that there was no question 
that Florida Motor would be a valuable addition to the Grey- 
hound system and mentioned certain operating economies that 
would result from such a merger. In support of his monopoly 
contention the examiner cited Illinois Greyhound Lines, Inc.— 
Purchase—Southern Ltd., 38 M. C. C. 641; MC F-1678, South- 
western Greyhound Lines, Inc. — Merger — Arkansas Motor 
Coaches, Limited, Inc.; Pan-American Bus Lines Operation, 
1M. C. C. 190; Atlantic Greyhound Corp.—Pooling, 37 M. C. C. 
543; and Pan-American Trailways, Inc.—Lease—Pan-American 
Bus, 36 M. C. C. 445. 

Florida Motor, the examiner said, operated over a network 
of routes wholly within Florida in an area bounded generally 
by Tallahasse, Lake City, and Jacksonville, on the north, and 
St. Petersburg and Miami, on the south, with a single route 
extending from the latter point to Key West. He said it was 
also authorized to conduct round-trip, sight-seeing tours be- 
tween Florida City and Royal Palm State Park. 

With regard to the proposed stock issue, the examiner said 
that on January 24, Greyhound, by its president, and Edwin S. 
Webster, who owned 29,987 shares of Florida Motor’s outstand- 
ing capital stock, entered into an “agreement for exchange of 
capital stock” under which Greyhound would acquire not less 
than 80 per cent of the 136,644 shares of Florida Motor’s out- 
standing stock by exchanging 1%4 shares of Greyhound’s com- 
mon stock for each share of Florida Motor’s stock. 








Bomb Parts Rate Question 


Examiners Claude A. Rice and Charles W. Berry, in a pro- 
posed report in No. 29166, Anderson Brass Works, Inc., et al., vs. 
Grand Trunk Western Railroad Co. et al. (see Traffic World, 
Dec. 9, p. 1496), have recommended that the Commission find 
applicable the sixth-class rates charged from Detroit and Chi- 
cago to Prattville and Birmingham, Ala., and the fifth-class 
rates from Detroit and Chicago to Dallas, on rolled, square 
steel bars, bent in coiled form, but that it find that those rates 
have been, are and for the future will be unjust and unreason- 
able to the extent they have exceeded, exceed or may exceed 
rates from Detroit of 68 cents a hundred pounds to Prattville, 
64 cents to Birmingham and 94 cents to Dallas, and from 
Chicago of 85 cents to Dallas, all subject to a minimum of 
70,000 pounds. 

Award of reparation to the complainants also was proposed 
by the examiners. 

The articles shipped, said the examiners, were hollow steel 
cylinders 8% inches in length by 35s inches in diameter, made 
out of rolled steel bars having a very low carbon content, and 
weighing 94% pounds each. When shipped, they were ready for 
use as jackets or casings for fragmentation bombs, and they 
had no value for any other purpose, except remelting, the ex- 
aminers added. 

“Complainant contends,” they said, ‘that the cylinders are 
bent or deformed steel bars on which no further work than 
shearing and grinding has been performed and that therefore 
they are embraced within the descriptions in the exceptions to 
the classification. That contention overlooks the fact that the 
exception ratings on bars apply on bars not otherwis eindexed 


by name in the governing classifications. The articles shipped 
are clearly bomb body parts and therefore, even if they could 
be considered as embraced in the iron and steel list under the 
description of bars, they are indexed by name in the classifica- 
tions and are therefore specifically excluded from the iron and 
steel list. ... .” 

The examiners stated that the considered articles were 
worth 6 cents a pound at origin, and said the complainants 
showed that iron and steel machine bolts, whether or not 
precision finished, worth from 8 to 12 cents a pound, pipe 
elbows and fittings worth 19 cents a pound, and the stampings 
out of which the caps for the bomb bodies were made, worth 
22 cents a pound, moved on the same rates as the articles in the 
iron and steel list. 

“There is a constant and comparatively heavy movement 
of cylinders or bomb body parts,” they said. “The actual load- 
ing is generally 76,000 pounds or higher, and no reason appears 
why a minimum of 70,000 pounds should not be prescribed. . . . 
There have been no loss and damage claims and the inherent 
character of the commodity indicates that it is improbable there 
will be any claim unless it be due to derailment of cars. Those 
facts, together with the values, are all important factors to be 


taken into consideration in determining the reasonableness of 
the rates... .” 





Burlington-Rock Island Lease 


The considered proposal by the trustees of the Chicago, 
Rock Island & Gulf and of the Chicago, Rock Island & Pacific, 
and the Fort Worth & Denver City to lease jointly the remain- 
ing properties of the Burlington-Rock Island Railroad Company 
between Teague and Galveston, Tex., should be approved “in 
principle” by the Commission, division 4, but entry of an order 
authorizing the transaction should: be deferred until the neces- 
sary findings as to fixed charges, assumptions, and other terms 
and conditions could be made, said Examiner R. R. Molster in 
a proposed report in Finance No. 14400, Burlington-Rock Island 
Railroad Co. Lease. 

The function of the Burlington-Rock Island, the examiner 
said, was to provide direct access for the Rock Island and 
Burlington systems to the Gulf ports of Houston and Galveston, 
Tex. He said the applicants herein proposed to enter into a 
new agreement with the Burlington-Rock Island, amending the 
lease of June 1, 1931, so as to include therein all the lessor’s 
remaining railroad (between Teague and Houston, Tex., and 
the lessor’s Mexia branch), trackage rights between Houston 
and Galveston, rights under agreements with the Houston Belt 
& Terminal Railway Co. and the Port Terminal Railroad Asso- 
ciation, and leasehold interest in property of the Galveston 
Terminal Railway Co. He showed that the applicants now 
leased the part of-the Burlington-Rock Island line between 
Waxahachie and Teague, Tex. He said that the lessor was con- 
trolled by the Chicago, Rock Island & Gulf and the Colorado 
& Southern (the latter the parent company of the Fort Worth 
& Denver City), through ownership, in equal one-half shares, 
of all its capital stock, except directors’ qualifying shares. He 
observed that the Burlington-Rock Island had been in receiver- 
ship the greater part of its existence, and said that the purpose 
of the proprietary companies was to aid in having that road 
continued in operation. The present proposal was intended as 
a step toward placing the lessor in funds to repay its debts and 
become a solvent company, he added. 


Under the agreement sought to be approved in the instant 
application as amended, said the examiner, the annual fixed 
rental paid to the lessor would be changed from $126,000 to 
$375,000. : 

Examiner Molster cited a contention by the Missouri Pa- 
cific trustee to the effect that the Burlington-Rock Island could 
not assign its right to use the facilities of the Houston Belt & 
Terminal Railway Co., under its operating agreement with the 
latter, so as to confer that right on both applicants, because, 
under that agreement, the applicants were barred from receiv- 
ing and exercising the lessor’s rights without the consent of the 
other proprietary users of the Houston terminal company’s 
facilities. He said the applicants correctly replied that it was 
not the Commission’s province to construe or adjudicate con- 
tracts, but declared that to acknowledge the Commission’s want 
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of jurisdiction to resolve controversies arising out of contract 
was not to say that the Commission did not have discretion to 
recognize the existence of a controversy. 

“Since the Commission is without authority to compose or 
settle such a dispute,” he continued, “it ought not to interfere 
therein, by any assumption or presumption with respect to 
merits or outcome, whether or not the rights of any party might 
be prejudiced at law or in equity. With the controversy in 
existence, the terms and conditions on which the applicants 
may acquire the right to use the terminal company’s facilities, 
or some other facilities, at and through Houston are at least 
uncertain; and, with such uncertainty present, the Commission 
is not now in a position to make findings required by section 
5(2)(b) and section 5(2)(e). ...” 





Rock Springs-Kemmerer Coal 


In a proposed report in No. 28834, Southern Wyoming 
Coal Operators Association vs. C. B. & Q. et al., embracing also 
No. 28880, Hayden Coal Co. et al. vs. A. T. & S. F. et al.; No. 
28885, Sheridan-Wyoming Coal Co., Inc., vs. C. B. & Q. et al.; 
and No. 28887, Northern Colorado Coals, Inc., vs. A. T. & S. F. 


et al., Examiner Henry B. Armes has recommended the follow- 
ing findings: 


The Commission should find that the rates assailed in No. 28834 on 
bituminous lump, nut, and slack coal from the Rock Springs-Kemmerer 
district in southwestern Wyoming to destinations in Nebraska on the 
line of the Chicago, Burlington & Quincy Railroad Company are not 
unreasonable or unjustly discriminatory, and that they are not unduly 
prejudicial to complainant when they do not exceed the corresponding 
rates from Walsenburg and Routt County to the same destinations by 
more than 35 cents per net ton, but when such spread in rates is in 
excess of that amount, that in those cases the rates assailed are unduly 
prejudicial to complainant and its members and unduly preferential of 
competing shippers from Walsenburg and Routt County to the extent 
that the rates from the Rock Springs-Kemmerer district exceed those 
from Walsenburg and Routt County to the same destinations by more 
than 35 cents per net ton. An order should be entered directing de- 
fendants to remove the undue prejudice found to exist. 

The Commission should further find that the rates assailed in Nos. 
28880, 28885 and 28887 are not shown to be unduly prejudicial and 
should dismiss the complaints. 


Examiner Armes said the specific relief sought in No. 28834 
was that complainant be given the same rates from its mines 
that were published from the Walsenburg and Routt county 
groups of mines in Colorado to the same destinations on the 
Burlington in Nebraska. The other three complaints, said he, 
presented, along with certain secondary issues, a countercharge 
to the original allegation of undue prejudice in the southern 
Wyoming complaint in No. 28834 so far as the destinations in 
Nebraska were concerned. 


In recommending dismissal of the complaints in Nos. 28880, 
28885 and 28887, Mr. Armes found that rates on bituminous 
coal from the Rock Springs-Kemmerer group to destinations in 
Nebraska, South Dakota and northern Kansas were not shown 
to be unduly preferential of that group or unduly prejudicial 
to shippers in the Routt County, Walsenburg, Sheridan, Kirby, 
or northern Colorado groups. 

In his report Examiner Armes reviewed at length the his- 
tory of the rate adjustments in issue and the contentions of the 
parties. 


Service Order and Carload Minima 


Conditions recited in the instant proceeding seemed to war- 
rant the Commission in affording relief from the provisions of 
service order No. 68, which had the effect of requiring the use 
of the minimum weight for the size of the car used instead of 
for the size of the car ordered, in the determination of freight 
charges, said Examiner Harold M. Brown in a proposed report 
in No. 29128, Old Ben Coal Corporation vs. Chicago, Burling- 
ton & Quincy, et al. He recommended that the Commission find 
unreasonable the rates charged on bituminous coal, in carloads, 
from Christopher, IIll., to destinations in South Dakota, Iowa 
and Minnesota, and that it award reparation of $122.47, with 
interest, to the complainant. 

Complainant’s seven shipments, aggregating 364,200 pounds, 
were charged rates ranging from $3.95 to $5.01 a net ton, mini- 
mum 60,000 pounds a car, resulting in an aggregate weight of 
420,000 pounds, the examiner said. He said the complainant 
sought charges computed at those same rates but with the appli- 
cation of a 50,000-pound minimum, aggregating 365,100 pounds, 
the complainant having ordered cars specifying a minimum 
weight not in excess of 50,000 pounds. At the time the cars were 
ordered, he said, the tariff then in effect provided that when a 
shipper ordered cars of a certain capacity and the carrier fur- 
nished cars of a larger capacity for its own convenience, the 
minimum weight to be used would be that for the size of the 
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cars ordered. He stated that the Burlington, between February 
6 and February 13, 1942, took complainant’s loaded cars to the 
Christopher classification yard where they were held as un- 
billed loads in accordance with other tariff provisions. 

“However,” continued the examiner, ‘on February 15, 1942, 
the Commission’s service order No. 68 suspended, on one day’s 
notice, the tariff containing the minimum’ weight provisions 
heretofore outlined and thereafter required the use of the mini- 
mum weight for the size of the car used. . . . Complainant's 
shipments moved subsequent to February 17, 1942, and were 
billed on the basis of a minimum of 60,000 pounds, thereby in- 
creasing the charges in the amount of the reparation here 
sought... .” 

The examiner said that the complainant and the Burling- 

ton, thus faced with the necessity of deciding whether the seven 
shipments should be billed out or returned to Christopher to 
complainant’s mines to be loaded with additional coal to make 
up the 60,000-pound minimum load, decided that the cars should 
be billed from Christopher to their several destinations, that 
the complainant would bear the additional charges, and that 
the defendants would apply to the Commission for authority to 
refund those charges. This they did, in a special docket filed 
October 11, 1943, but such authority was denied informally 
November 2, 1943, he said. 
. Examiner Brown said that service order No. 68 was not 
issued for the purpose of increasing transportation charges paid 
by the shippers, nor to augment carriers’ revenue, but to in- 
crease car loadings, to avoid car shortages, and traffic conges- 
tion, and to expedite handling of shipments. 

“Adherence to the provisions of the order in this instance 
would have resulted in increased car detention and congeston 
at complainant’s mines and also at the classification yard, which 


conditions, among others, the service order was intended to pre- 
vent,” he said. 


Proposed Reports 
Contractors’ Outfits 


I. & S. M-2439, Kennelly Transfer & Storage Co.—Between 
Florida and Southern Points. By Examiner Richard Yardley. 
Recommends that Commission find not just and reasonable the 
proposed new and increased rates and charges on commodities, 
including agricultural implements, building materials, contrac- 
tors’ outfits, and their commodities requiring specialized han- 
dling or rigging, between points in Florida, and between points 
in Florida, on the one hand, and, on the other, points in Ga., 
Ala., La., Miss., N. C., Tenn., and Va. Also recommends can- 
cellation of suspended schedules and discontinuance of proceed- 
ing without prejudice to filing of new schedules in conformity 
with views expressed in report. The report said the respondent 
proposed to increase its “column A” rates from 112 cents for 
380 miles to 155 cents for 400 miles, and its “column B’”’ rates 
from 65 to 88 cents for the same distance. It said the increase 
in column A rates might be disregarded because they would 
not apply under the item providing for the alternative applica- 
tion of rates on contractors’ outfits and articles for which rates 
were not specifically provided. The report said the proposed 
column B rates were consistently lower than the rail rates on 
contractors’ outfits for the same distances, minimum 24,000 
pounds, and were higher than the conference rates 400 to 600 
miles, and less for 700 to 1,500 miles. It said the respondent’s 
rates for 25 to 380 miles compared favorably with the confer- 
ence rates, but that the respondent had failed to offer any 
explanation of the sharp increase in rates of 65 cents for 380 
miles to 88 cents for 400 miles. It concluded that the proposed 
column B rates on contractors’ outfits and other articles for 


which specific rates were not named were not just and rea- 
sonable. 


Imported Crude Ground Talc 


No. 29138, American Lava Corporation vs. Eastern Steam- 
ship Lines, Inc., et al. By Examiner L. J. P. Fichtorn. Dismis- 
sal proposed. Commodity rate of 54 cents a hundred pounds 
charged on carload shipments of imported crude ground talc, 
in paper bags, in bulk, shipped between April 14, 1939, and 
February 6, 1940, inclusive, over water-and-rail route from 
New York City to Chattanooga, Tenn., proposed to be found 
not shown to have been unreasonable or otherwise unlawful. 
The examiner said that “the showing of lower rates only on 
domestic tale is insufficient to warrant condemnation of the 
applicable rate charged,’ and that “mere comparisons of do- 
mestic rates with import rates are of little probative value.” 


Stainless Steel Molding 


MC C-370, The B. & T. Metals Co. vs. Transamerican 
Freight Lines, Inc. By Examiner Reece Harrison. Dismissal 
proposed. Second-class rate of 87 cents charged on less-than- 
truckload shipments of stainless steel molding from Columbus, 
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O., to Chicago, Ill., proposed to be found applicable. The exam- 
iner said the type of stainless steel here involved was designated 
as type 430, which contained 14 to 18 per cent chromium, less 
than .12 per cent carbon, and the balance iron. 





Motor Proposed Reports 


rkecommended orders in proposed motor reports, at expiration 
of 20 days from date of service of reports (unless otherwise stated), 
2ecome effective unless exceptions have been filed within the 20-day 
period or exceptions have been seasonably filed bu other parties, or 
‘he order has been stayed or postponed by the Commission. State 
‘x which applicant has home office is shown in “black face’ type, 
with name of town or city following.) 


Oregon (Hood River)—MC 28401, Sub. 1, Barney L. Cum- 
mings, extension. Certicate proposed. General commodities, 
with exceptions, between Hood River and Portland, Ore., over 
U. S. highway 30, serving all intermediate points between Hood 
River and Bridal Veil, Ore. 

New York (Wappingers Falls)—-MC 70550, Sub. 1, Charles 
D. White and Alton D. White, common carrier. Denial of 
certicate proposed. Household goods between Wappingers Falls, 
and points within 15 miles of the Wappingers Falls post office, 
exclusive of points and places in the corporate area of Pough- 
keepsie, N. Y., on the one hand, and, on the other points in 
Conn., Mass., N. J., N. Y., Pa., and R. I. 

Pennsylvania (Berwick)—MC 105161, Sub. 2, Ralph Tittle, 
contract carrier. Permit proposed. Carbonated soft drinks from 
Berwick to 25 specified New York points, and empty carbonated 
soft-drink containers on return. 

Georgia (Augusta)—-MC 29879, Sub. 8, Reliable Transfer 
Co., Inc., extension. Certificate proposed. General commodities, 
with exceptions, between Augusta and Jacksonville, Fla., over 
U. S. highway 25, Augusta to Waynesboro, Ga., thence Georgia 
highway 56 to Swainsboro, thence U. S. highway 1 to Jackson- 
ville, with no service to the intermediate points between Swains- 
boro and Jacksonville, and subject further to the restriction 
that applicant shall not transport traffic between Jacksonville 
and points in Georgia west of the aforementioned route. 

Massachusetts (New Bedford)—-MC 61019, Sub. 3, Fish 
Transport Co., Inc., extension. Certicate proposed. General 
commodities, with exceptions, from points in the New York 
commercial zone to New Bedford, Fall River, and Brockton, 
Mass., and to Providence, R. I. 

Michigan (Grand Rapids)—-MC 73701, Sub. 20, Bert Glup- 
ker, extension. Certicate proposed. Agricultural commodities 
between points in the lower Michigan peninsula, on the one 
hand, and, on the other, points in Ohio, Indiana, and Illinois. 

North Carolina (Hickory) —MC 59014, Sub. 2, Tallant 
Transfer Co., Inc., extension. Denial of certicate proposed. New 
furniture, from five North Carolina points to points and places 
in Va., W. Va., District of Columbia, Tenn., Md., Del., Pa., 
N. J., Mass., R. I., and Conn., and a portion of N. Y.; from 
Conover, N. C., to points and places in Ala., W. Va., Mass., 
R. I., Conn., and a portion of N. Y.; from Statesville and Elkin, 
N. C., to points and places in S. C., Ga., Fla., and Ala., and from 
points and places in the New York, N. Y., Philadelphia, Pa., 
Baltimore, Md., and Washington, D. C., commercial zones to 
points and places in Va., N. C., S. C., Ga., and Fla.; and used 
furniture for resale from points and places in the aforemen- 
tioned commercial zones and the Boston, Mass., commercial 
zone to points and places in N. C., S. C., and Ga. 


_ Oregon (More)—-MC 80883, Sub. 5, Vernon Platt, exten- 
sion. Certicate proposed. General commodities, with exceptions, 
between The Dales, Ore., and Biggs, Ore., over U. S. highway 
30, with no service at intermediate points. 

California (Oakland)—-MC 104856, Vincent F. Spooner and 
Bernice A. Spooner, common carrier. Denial of certicate pro- 
posed. Household goods and effects between points in Cali- 
fornia on, and north of, a line consisting of the southern bound- 
aries of Monterey, Kings, Tulare, and Inyo counties, Calif. 


Illinois (Chicago)—-MC 35334, Sub. 26, Cooper-Jarrett, Inc., 
extension. Certificate proposed. General commodities, with 
exceptions, serving Chicago Heights, Ill., as an off-route point 
" — with the applicant’s regular route presently au- 

orized. 
New York (Newburgh)— MC 2132, Sub. 8, Newburgh Transfer, 
Inc., alternative route. Certificate proposed. General commodi- 
ties, with exceptions, over an alternate route for operating con- 
venience only, between Pawling, N. Y., and Danbury, Conn., 
Over a described route, and return over the same route, with 
no service at intermediate points. 

New York (New York)—MC 14310, Sub. 1, James C. Brine 
Truckers, Ine., extension. Denial of certicate proposed. Packing- 
house products between points in Conn., Pa., N. Y., and N. J., 
anc packing-house material, equipment, and supplies between 
points in N. Y., N. J., Pa., and Conn. 
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Indiana (Indianapolis)—-MC 12009, David Probstein, broker. 
Denial of license proposed. General commodities at Indianap- 
olis. 

New York (New York)—MC 54151, Sub. 1, Cirker’s Mov- 
ing & Storage Co., Inc., extension, embracing also MC 95028, 
Sub. 1, V. A. C. Corporation, extension. Denial of applications 
for certicate proposed. Household goods between New York 
City, on the one hand, and, on the other, points in Del., Md., 
Mass., Pa., R. I., Va., and the District of Columbia; and in 
MC 95028, Sub. 1, the same commodity between New York 
City, on the one hand, and, on the other, points, in Del., Fla., 
Ga., Md. N.C. R..1, S: C.,. and. Va. 

Indiana (Vincennes)—-MC 103802, Sub. 2, Alfred E. Foss- 
meyer, extension. Certificate proposed. Animal and poultry 
feed and medicine from St. Louis, Mo., to points in 14 Indiana 
counties, and rejected shipments of the same commodities on 
return. 

New Jersey (Phillipsburg) — MC 80502, Sub. 1, Donald 
Shoemaker, extension. Certificate proposed. Bulk commodities 
in dump trucks from Portland, Pa., to points in Warren county, 
N. J., except Carpentersville, N. J., with no transportation for 


_ compensation on return. 


IMinois (Macomb)—-MC 79140, Earl Ridings, common car- 
rier, embracing also MC 102593, Sub. 1, G. W. Sparrow, com- 
mon carrier. Certificate proposed. On further hearing, recom- 
mended that prior report, 31 M. C. C. 860, be modified. General 
commodities, with exceptions, between certain points in Illinois 
and Iowa, over specified routes, serving all intermediate and 
certain off-route points. 


Coal to Youngstown 


Examiner Howard Hosmer, in a proposed report in No. 
28825, Bituminous Coal to the Youngstown District, has recom- 
mended that the Commission find: (1) that the present all-rail 
rate on coal from the Freeport (Pa.) district to Youngstown, O., 
and seven smaller destinations in the immediate vicinity of 
Youngstown is unjust and unreasonable to the extent that it 
exceeds $1.32 a net ton; (2) that the present all-rail rate on 
coal from the Pittsburgh district to those same destinations is 
unjust and unreasonable to the extent that it exceeds $1.37 a 
net ton, and (3) that the present ex-river rates on coal from 
Conway and Colona, Pa., transshipment points on the Ohio 
River, to the aforesaid destinations are unjust and unreason- 
able to the extent that they exceed 80 cents. 

The proceeding is an investigation instituted by the Com- 
mission on its own motion concerning the lawfulness of the 
rail rates on coal to the Youngstown district from all points in 
Pennsylvania and Maryland, including transshipment points on 
the Ohio, and West Virginia mines in the Cumberland-Pied- 
mont district and part of the Fairmont district, and the prin- 
cipal railroads participating in-the transportation on these rates 
are respondents. 

Examiner Hosmer noted that the present rate from the 
Pittsburgh district and also from the Freeport district, to the 
considered destinations was $1.44 a net ton. He showed that 
the present ex-river rates from Colona and Conway were 90 
cents to Youngstown and $1.00 to Warren, O., one of the 
seven considered destinations in the Youngstown vicinity, and 
he recommended establishment of a parity of rates as between 
Youngstown and Warren from the river transshipment points. 
His recommendations as to the ex-river rate do not affect the 
present handling charge of 5% cents for transfer of coal from 
Barge to Railroad car. 





MOTOR FINANCE CASES 

MC F-2714, A. E. Gallagher—Control; The Gallagher Transfer and 
Storage Co.—Purchase—Rex Shepherd. Application for authority under 
section 210a(b) of The Gallagher Transfer and Storage Co., of Denver, 
Colo., for temporary operation of a portion of the motor-carrier rights 
of Rex Shepherd, doing business as Motor Express Co. of Wyoming, 
of Salt Lake City, Utah, granted with conditions. 

MC F-2715, Thurston Motor Lines, Inc.—Purchase—Carolina Trans- 
portation Co. Application for authority under section 210a(b) of 
Thurston Motor Lines, Inc., of Wilson, N. C., for temporary operation 
of certain motor-carrier rights and properties of Carolina Transporta- 
tion Co. of Raleigh, N. C., granted with conditions. 

MC-F-2559, S. Robert Posey and B. F. Weaver—Control; Shirks 
Motor Express Corporation—Purchase—H. L. Goble & Co., Ine. 
Purchase by Shirks Motor Express Corporation, of Lancaster, Pa., of 
operating rights of H. L. Goble & Co., Inc., of Allenton, Pa., and 
acquisition of control of said operating rights by S. Robert Posey, also 
of Lancaster, and B. F. Weaver, of Churchtown, Pa., through such 
purchase, approved and authorized, subject to condition. 

MC-F-2604, Charles F. Wren et al.—Control; All American Bus and 
Investment Company—Control; All American Bus Lines, Inc.—Merger; 
Northern Trails, Inc., embracing No. MC-F-2605, All American Bus 
Lines, Inc.—Issuance of Stock. 

(1) Merger into All American Bus Lines, Inc., of Chicago, Ill., of 
operating rights and property of Northern Trails, Inc., also of Chicago, 
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and acquisition of control of said operating rights and property by 
Stella T., Gladys I., and Charles F. Wren, Jr., Charles F. Wren (estate), 
Grace O., Grace K., and Gail F. Jacobsen, all of Chicago, L. D. Jones, 
of San Francisco, Calif., and O. F., and Karin Jacobsen, both of New 
York, N. Y., through said merger, approved and authorized, subject 
to condition. 

(2) Authority granted All American Bus Lines, Inc., to issue not 
exceeding 73,310 shares of no-par-value common stock, of total assigned 
book liability of $346,400, subject to condition. 

MC F-2716, D. G. Dalby—Lease—Harold B. Reynolds. Application 
for authority under section 210a(b) of D. G. Dalby, dba Denver- 
Amarillo Express, of Amarillo, Tex., for temporary operation of motor- 
carrier rights of Harold B. Reynolds, dba North Plains Motor Freight 
Lines, also of Amarillo, granted December 27, 1944, provided within 
30 days from December 27, 1944, D. G. Dalby, dba Denver-Amarillo 
Express, shall have (1) complied with sections 215 and 217 of the act 
and rules and regulations prescribed thereunder, (2) instituted opera- 
tions pursuant to the authority granted, and (3) confirmed, in writing, 
to the Commission, immediately on commencement of operations, the 
date operations were commenced. 

MC F-2561, Arthur Clark—Control; Central Wisconsin Motor Trans- 
port Co.—Purchase—Melvin Wolf. 

1. Purchase by Central Wisconsin Motor Transport Co., of Wiscon- 
sin Rapids, Wis., of operating rights of Melvin Wolf, dba Madison- 
Milwaukee Line, of Madison, Wis., and acquisition of control of said 
operating rights by Arthur Clark, of Wisconsin Rapids, through said 
purchase, approved and authorized, subject to condition. 

2. Issuance of certificate to Central Wisconsin Motor Transport 
Co. authorized on compliance with certain conditions. 


PETITIONS FOR REHEARING, ETC. 

Finance 5045, Arcata & Mad River, deficit status. Claimant asks 
for reopening, reconsideration and oral argument. 

MC-F 2362, Fay V. Watson et al., control; Watson Bros. Transpor- 
tation Co., Inc., purchase, Dwight Weinland, and MC-F 2489, Fay V. 
Watson et al., control; Watson Bros. Transportation Co., Inc., purchase, 
George R. Henry. Applicants ask Commission to strike exceptions to 
proposed report of November 30, filed by Pacific Intermountain Ex- 
press Co. 


UNCONTESTED FINANCE CASES 

Supplemental report and order in F. D. No. 14674, City Lines of 
West Virginia, Inc., Purchase, etc., authorizing acquisition of trackage 
rights over a line of railroad of the Baltimore & Ohio Railroad Co. in 
Harrison county, W. Va., and lease of office space in the Clarksburg 
terminal of the West Virginia Transportation Co. by the City Lines 
of West Virginia, Inc. Approved. 

Report and order in F. D. No. 14763, Baltimore &. Ohio Railroad 
Co. Purchase, authorizing purchase by the Baltimore & Ohio Railroad 
Co. of part of the line of railroad of the Monongahela West Penn 
Public Service Co. in Harrison county, W. Va. Approved. 

Report and certificate in F. D. No. 14777, Michigan Central Rail- 
road Co. et al. Abandonment, permitting abandonment by the Michigan 
Central Railroad Co., and abandonment of operation by the New 
York Central Railroad Co., lessee, of a portion of a line of railroad 
in Lucas county, Ohio. Approved. 

Report and order in F. D. No. 14780, New York, Chicago and St. 
Louis Railroad Co. Bonds, granting authority to issue $42,000,000 of 
refunding-mortgage 3% per cent bonds, series D, to be sold at 100.529 
and accrued interest, and the proceeds, with other funds, used to redeem 
a $10,000,000 promissory note, $6,500,000 of first-mortgage 4 per cent 
bonds, of the Toledo, St. Louis & Western Railroad Co., and $26,058,000 
of refunding-mortgage 5% per cent bonds, series A. Approved. 

Report and order in F. D. No. 14773, Barre & Chelsea Railroad Com- 
pany Purchase, etc., and F. D. No. 14772, Barre & Chelsea Railroad 
Company Note, authorizing purchase by the Barre & Chelsea Railroad 
Company of the physical property and franchises of the Montpelier 
& Wells River Railroad, and authorizing acquisition by Alvin F. Sort- 
well of control of the physical property and franchises of the Montpelier 
& Wells River Railroad, by reason of ownership of a majority of capital 
stock of the Barre & Chelsea Railroad Company, and granting authority 
to the Barre & Chelsea Railroad Company to issue a first-mortgage 
non-negotiable promissory note in the face amount of not exceeding 
$345,000, to be delivered at par to the Montpelier & Wells River Rail- 
road in payment for its line of railroad. Approved. 


COMMISSION ORDERS 

W-26, Clifton Towing Co., contract carrier application. Arrow 
Transportation Co. is granted leave to file petition for hearing and/or 
reconsideration in above proceeding on or before January 23, 1945. 
Effective date of certificate and order of July 22, 1943, postponed to 
February 19, 1945. : 

MC 89723 Sub. 4, Missouri Pacific Freight Transport Co., extension, 
Texas, and MC 89723 Sub. 5, Missouri Pacific Freight Transport Co., 
extension, additional Texas routes. Reopened for further hearing, 
solely to receive evidence on which a determination can be made as 
to whether key points named in prior report are proper, and, if not, 
what changes should be made in such key points. 

Finance 14254, Nezperce & Idaho, abandonment. Effective date of 
certificate of April 12, further extended to May 1, 1945. 

Finance 14447, Washington & Old Dominion, purchase. 
date of order of November 20, extended to January 15, 1945. 

No. 28947, American Agricultural Chemical Co et al. vs. A. C. L. 
et al., and No. 28947 Sub. 1, Armour & Co. vs. Same. Order of October 
3, modified to become effective January 10, 1945, on not less than 10 
days’ notice instead of 30 days’ notice. 

MC 29886 Sub. 2, Schrader Transportation Co., Inc., extension of 
operations, Macomb County, Mich. Reopened for reconsideration. 

MC 93942 Sub. 1, William Nober, extension, Cochecton Township. 
Reopened for reconsideration. 

Finance 8480, Kansas City Terminal, construction. 


Effective 


Petition of ap- 
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plicant for a further extension of time from December 31, 1944, t 
December 31, 1946, for completing construction of lines authorize, 
denied. 

MC-F 2289, Atchison, Topeka and Santa Fe Ry., control; Santa fy 
Trail Transportation Co., purchase, Hall Motor Freight Co. Time fo; 
filing a petition for further hearing and reconsideration, extended t 
February 9, 1945. 


FINANCE APPLICATIONS 

MC F-2720, Harold L. Raymond, St. Cloud, Minn., asks authority 
to purchase’ certain operating rights and property of Marguerite 4. 
Robinson and Sam Robinson, Jr., dba Robinson Transportation Co, 
Minneapolis, Minn. 

MC F-2721, Burlington Transportation Co., Chicago, Ill., asks ay. 
thority to purchase certain operating rights and property of James y. 
Rains, dba Rains Transportation Co., Jackson, Wyo. 

MC F-2722, B. F. Hemperley, Shreveport, La., dba St. Louis-Cape 
Bus Line, Cape Girardeau, Mo., asks authority to purchase certain 
operating rights and property of W. H. Johnson, dba Great Southem 
Coaches, Shreveport, La. 

MC F-2723, C. J. Villeneuve, Chicago, Ill., asks authority to acquire 
control of Greenville-Dayton Transportation Co. of Ohio and of Green. 
ville-Dayton Transportation Co. of Indiana, both of Greenville, 0, 
through purchase of certain capital shares of stock therein from §, 
Reifier. . 

MC F-2724, Pacific Freight Lines, Los Angeles, Calif., and Robert 
Garden, dba Besone Motor Exrepss, also dba Bakersfield-Shafter-Wasco 
Auto Truck Line, Bakersfield, Calif., ask authority to merge through 
purchase by Pacific Freight of Garden’s operative rights. 


Motor Temporary Authorities 


Following signing by the President of the act extending the 
second war powers act until December 31, 1945, or such earlier 
time as the President or Congress may designate, the Commis- 
sion, by Commissioner Aitchison, has issued a blanket special 
permission M-45616, No. 23256 authorizing the filing, on one 
day’s notice, of supplements to tariffs or schedules covering 
temporary service by motor carriers now authorized, extending 
the tariffs or schedules to December 31, 1945. The war powers 
act, which would have expired December 31, had not Congress 
extended its life, eliminated the provision in the interstate 
commerce act limiting the Commission’s authority to grant 
temporary operating authority to motor carriers for not more 
than 180 days. Extension of the act gives the Commission au- 
thority to grant such operating authority for more than 180 
days until the next expiration date of the act. 

W. Y. Blanning, director of the Commission’s Bureau of 
Motor Carriers, sent a copy of the blanket special permission 
to motor carriers operating under temporary authority. He told 
them that, if they desired to continue such operations, they 
should comply promptly with the rate-filing and insurance re- 
quirements of the interstate commerce act. Accompanying the 
letter was a sample of the form in which the supplements are 
to be filed. 

The letter follows: 


Under an order or orders entered in the subject docket or dockets 
you were granted temporary operating authority to perform certain 
transportation services in interstate or foreign commerce until Decem- 
ber 31, 1944. The Commission is giving consideration to extending such 
authority until December 31, 1945, provided you comply promptly with 
the rate filing requirements and the insurance requirements of the 
interstate commerce act, as amended. 

If you desire to continue these operations after December 31, 1944, 
it is necessary that rates or provisions stated in tariffs or schedules 
which are published to expire December 31, 1944, and which cover 
services authorized under the subject docket or dockets be amended 
to show an expiration date of December 31, 1945, instead of the present 
expiration date. This must be done effective not later than December 
30, 1944. Special Permission No. M-45616, No. 23256, copy attached, 
authorizes the filing, effective on one day’s notice, of supplements (or 
revised pages to loose leaf publications) to tariffs or schedules which 
contain rates or provisions of the kind described in the preceding 
sentence, such supplement or revised page to make no change except to 
change the present expiration date to read: 

“Expires with December 31, 1945, unless sooner cancelled, changed, 
or extended.’’ 

If your rates and provisions filed under the subject dockets are 
contained in tariffs or schedules filed in your individual series, supple 
ments may be filed to those publications in substantially the form 
set forth in the enclosed specimen. All such supplements (or revised 
pages) must bear effective dates or not later than December 30, 194! 
and three copies of each must be mailed to this Commission in suf 
ficient time to reach this office at least one day prior to the effective 
date shown thereon. 

If your rates covered by the subject dockets are named in agency 
tariffs you should immediately notify each agent publishing such tariffs 
to change the expiration date of such rates or provisions to expire with 
December 31, 1945. 

Prompt action is necessary unless you intend to discontinue 0 
December 31, 1944, operations conducted under temporary authority. 





WATER APPLICATION DISMISSAL 


Saying that the applicants have requested, by letter, dis 
missal of their application, the Commission, division 4, by a 
order, has dismissed the application in W-846, Cunningham & 
Kiewit, Omaha, Neb., Contract Carrier Application. 
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Wisconsin Central Reorganization 


In Finance No. 14720, Wisconsin Central Railway Co. 
Reorganization, the protective committee for holders of that 
railways’ first general mortgage—fifty-year, four-per-cent 
bonds, due July 1, 1949, has presented to the Commission a 
reorganization plan under which it proposes an overall capital- 
ization of $48,127,190. 

Of the overall capitalization, the committee said, $9,088,650 
might be issued in the form of new first mortgage bonds which, 
together with $246,000 of Marshfield and South Eastern bonds, 
would give a total fixed interest mortgage debt of $9,334,650. 
It said that this amount, coupled with $709,378 equipment obli- 
gations estimated to be outstanding as of July 1, 1945, or a 
total of $10,044,028, would represent 20.9 per cent of the total 
capitalization. 

“The plan also provides that $12,651,401 or 26.4 per cent 
of the total capitalization may appropriately be issued in the 
form of general mortgage income bonds,” said the committee. 
“The sum of both the fixed and contingent interest bonds and 
equipment obligations aggregates $22,695,429 or 47.2 per cent 
of the total capitalization. Deducting the latter amount from 
the overall capitalization would leave $25,431,761 to be issued 
in the form of a single class of capital stock.” 

The committee said no provision was made for preferred 
stock and that all of the proposed stock capitalization was plain 
common or capital stock. 

“In the case of. certain other reorganizations, the neces- 
sities of the situation, viz., the maintenance in the new capital 
structure of the relative seniority of existing claims, made a 
provision for preferred stock as an unavoidable expedient,” 
continued the committee. ‘No such requirement exists here as 
there are, broadly speaking, only two strata of liens involved, 
viz., that of the present first general and the first and refunding 
mortgages.” 

The committee estimated that the trustees would have on 
hand as of July 1, 1945, “somewhere in the neighborhood of 
$4,000,000.” This, it said, would be exclusive of government 
securities to cover tax accruals and after providing for (1) 
payment of four additional coupons on the first general mort- 
gage bonds prior to July 1, 1945, (2) $750,000 for proportion 
of materials and supplies ownership, (3) $1,200,000 for deferred 
maintenance on account of wartime conditions, (4) $300,000 
for reorganization expenses and contingencies, (5) $250,000 for 
a special reserve fund provided for under the reorganization 
plan, and (6) $1,250,000 working capital for the new company. 

With respect to transfer of property, the committee said: 


All property of the debtor and of the trustees shall be transferred 
to a new corporation or, in the discretion of the reorganization mana- 
gers, with the approval of the court, shall be retained by or transferred 
to the debtor. As herein used, the term ‘‘new company’’ means the 
corporation, whether the debtor or a new corporation, which shall 
issue the securities herein provided for.... 


Prior to its receivership, the Wisconsin Central, according 
to the protective committee, had been operated under a lease 
dated April 1, 1909 by the Soo line which, at the time of re- 
ceivership, held stock control in the Central, owned a large 
block of its first and refunding mortgage bonds, and was guar- 
antor or joint obligor for the payment of interest on a part 
of that issue. 

“Following appointment of the receiver dispute arose as to 
whether the lease had been terminated,” said the committee. 
“This question then appeared of considerable importance. When 
the Soo relinquished operations under said lease, the Wisconsin 
Central property had been allowed to become delinquent in 
tax payments, it had no working capital, and it owned a sub- 
stantial amount of obsolete equipment which was no longer 
acceptable in interchange with other railroads.” 

The Commission, by division 4, ratified the appointments 
of Edward A. Whitman and Edgar F. Zelle as trustees of the 
property of the debtor railroad. They had been appointed 
November 17, by the federal Minnesota district court, fourth 
division, in connection with the Wisconsin Central’s bankruptcy 
proceeding. 


SUSPENDED MOTOR OPERATIONS 

By orders affecting motor carriers holding operating au- 
thority heretofore granted by it in a total of 306 applications, 
the Commission, division 5, has exercised renewed powers vested 
in it by the further extension of the second war powers act and 
has extended from December 31, 1944, to December 31, 1945, 
authorization to those carriers to suspend their operations. 

The Commission said in the instant orders that it appeared 
that “the conditions resulting from the present war emergency 
and over which the said motor carriers have no control, which 
made it necessary for the aforesaid motor carriers to suspend 
the specified operations, have not abated, but continue to pre- 
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vail, and that, therefore, it will be in the public interest for the 
said motor carriers to continue the suspension of the specified 
operations.” The suspension, by terms of these orders, is to 
remain in effect “so long as the conditions making such suspen- 
sion necessary remain beyond the control of the said motor 
carriers, but not later than December 31, 1945, or such earlier 
time as the Commission may by order hereafter designate.” 

Legislation extending the second war powers act became 
law with the signing of it by the President on December 20 
(see Traffic World, Dec. 23). 

The Commission, division 5, also has extended to December 
31, 1945, suspension of operating authority of motor carriers 
involved in an additional 1,527 applications under the extended 
second war powers act. 


SUSPENDED TARIFFS 


In I. and S. M-2487, the Commission suspended from De- 
cember 26 and later, until July 26 the operation of certain 
schedules as published in joint tariff MF-I. C. C. No. A-40 and 
other tariffs of The New England Motor Rate Bureau, Inc., 
agent, Boston, Mass. The suspended schedules propose to in- 
crease or reduce rates and ratings on textile products and re- 
lated articles in New England and between points in New 


England and points in northern New Jersey and eastern New 
York. 


NATIONAL CARLOADING PROTEST 

National Carloading Corporation has asked the Commission 
to suspend tariffs I. C. C. F. F. Nos. 3 and 4, issued by Atlantic 
& Gulf Forwarding Co., effective, respectively, December 29 
and January 10. It said that these tariffs provided all-rail rates 
and services from eastern seaboard points and also from Chi- 
cago to Texas and Louisiana points at rates much lower than 
those published by the respondent and on file with the Com- 
mission. 

“The respondent did not operate by water to points in 
Texas and Louisiana but discontinued operations in 1940 or 
1941,” said National Carloading. ‘‘The respondent has not fur- 
nished any service or handled any traffic since their cessation 
of operations and therefore should they now start operating at 
the basis of rates published-in I. C. C. F. F. Nos. 3 and 4, it 
would have a serious effect on the traffic and revenues of the 
protestant.” 


Explosives Regulations 


Secretary Bartel, of the Commission, in a notice in No. 
3666, In the Matter of Regulations for Transportation of Ex- 
plosives and Other Dangerous Articles, says that the Com- 
mission is in receipt of a number of applications for early 
amendment of the involved regulations in so far as they apply 
to shippers in the preparation of articles for transportation, 
and to carriers by rail and highway. 

Ordinarily, he said, the applications would be considered 
at the next hearing in the docket, but that it appeared that 
the proposed amendment had been the subject of exchanges 
and study by interested parties, in which substantial agree- 
ment had been reached, and that it was proposed that the 
applications be disposed of by modified procedure. 

The Secretary said that any party desiring te be heard 
on any of the proposed amendments should advise the Com- 
mission in writing within 20 days from the date of the notice, 
December 23. Otherwise, said he, the Commission might pro- 
ceed to investigate and determine the matters involved in the 
applications, or might suspend action pending formal hearing 
in the docket. 

The five-page notice outlines the proposed amendments. At 
the request of the Bureau of Mines, documents accompanying 
all shipments would bear license numbers of the consignees of 
such shipments, and consignee would be required to file with 
the agent of any carrier a certified or photographic copy of the 
license, or exhibit the original license or certified copy, author- 
izing such consignee to purchase or receive such explosives or 
ingredients. 


Other amendments, according to the notice, would provide 
for the shipment of tracers not included in fuze body; provide 
regulations to prevent the transportation of aluminum dross 
liable to cause fires while in transportation; to provide for the 
transportation of calcium hypochlorite compounds as described, 
found to be properly classified as a dangerous article under 
the regulations; provide for the transportation of cobalt 
resinate, as described and for magnesium scrap, not theretofore 
referred to by name in the regulations; and to change por- 
tions of section 264 as recommended by the Manufacturing 
Chemists’ Association to provide more restrictive packing for 
hydrofluoric acid in unlined metal barrels or drums. 

Other recommended amendments were deletion of specifi- 
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cations for acetylene cylinders, the reason being given that 
shippers no longer required acetylene cylinders to meet the 
provisions of paragraph 10 of specification I. C. C. 3BN; a 
regulation to provide more definitely identification of steel 
under specification 9, 4(a); and to make permanent a test 
provision previously authorized under I. C. C. specification, 
103A, par. 14(a). 

The final recommendation, proposing changes in regula- 
tions applying particularly to carriers by rail—freight, would 
change section 532(a)(1) to read that “shipments must be 
properly loaded in closed cars, except as otherwise provided 
herein, and cars placarded as prescribed, when accepted by 
carriers.” The reason given for this change was “for clarifica- 
tion.”’ The notice said that current regulation did not state what 
type of car must be used for the transportation of dangerous 
articles, and that the proposed wording specified “closed” cars. 
This clarification was necessary, it said, ‘for on several occa- 
sions recently both carriers and shippers have requested ad- 
vice as to loading dangerous articles in gondola cars.” The 
notice added that “it is rather absurd to attempt to load most 
of the so-called dangerous articles into gondola cars.” 

Two other changes involved, first a typographical error in 
section 60(c)(4)(b) which referred to specification 14, 15A or 
16A, the reason given being that reference to specification 16 
in the Commission’s order of March 29 should have been 16A; 
and, second, deletion of references to and provisions in the 
regulations effective January 7, 1941, as amended, including 
the title page, the order of August 16, 1940, sec. 110(a) (15), 
and other places, resulting from the order of November 5, 
1921, authorizing combination flat and tank car for gasoline. 
The notice said the car had been retired from service by the 
McCloud River Railroad Co. 


PENNSYLVANIA FINANCING 


The Pennsylvania Railroad Co., saying that it expected 
to realize substantial savings through a reduction in its fixed 
charges by reason of a lower rate of interest on bonds it pro- 
posed to issue, has asked the Commission, in Finance No. 14795, 
for authority to issue $60,000,000 principal amount of its gen- 
eral mortgage bonds, series F. 

The Pennsylvania said it proposed to sell at competitive 
bidding $51,872,000 of the series F bonds to provide, in part, 
funds for the redemption, on or before April 1, of its out- 
standing $60,000,000 principal amount 40-year 4% gold de- 
benture bonds. It said the balance of the funds required for 
redemption of the 40-year bonds, as well as expenses, would be 
supplied from its treasury. 

The Pennsylvania also said it proposed to sell $7,108,000 
of the series F bonds to Pennsylvania Co., Manor Real Estate 
& Trust Co., American Contract & Trust Co., and Clearview 
Water Supply Co., wholly-owned companies in the Pennsyl- 
vania Railroad System, at the same price to be paid by the 
accepted bidder for the $51,872,000 to be sold at competitive 
bidding. It said it proposed to hold $79,000 of the series F 
bonds in bridge renewal funds, and that like amounts of the 
40-year bonds, to be called for redemption, were held by the 
affiliated companies and in the bridge funds. 

The company said it also proposed to hold 730,000 of the 
series F bonds in its insurance fund, a like amount of its 40-year 
bonds now being held in that fund, and that the remaining 
$301,000 bonds would be placed in its treasury to replace a like 
amount of the 40-year bonds. 

The application said the new bonds would be in coupon 
and registered form, the coupon bonds to be dated January 1, 
1945, and the registered bonds the date of their authentication, 
and would mature January 1, 1985. The new bonds, it said, 
would be subject to redemption at the option of the company, 
on terms set forth. It said that the applicant would pay to 
the corporate trustee $600,000 a year as a sinking fund after 
deducting sinking fund requirements. for general mortgage 
bonds of series E and series C. 





MOTOR SAFETY REGULATIONS 


Secretary Bartel, of the Commission, has issued notice of 
a “Hearing in re Use of Reflector Warning Devices,” calling 
attention to the assignment for hearing before Examiner John 
T. McHale, at Washington, D. C., January 25, 1945, of a petition 
filed by H. N. Carver, doing business as the Miro-Flex Co., 
of Wichita, Kan., for modification of motor carrier safety regu- 
lations, revised, to permit the unrestricted use of reflector warn- 
ing devices. 

The order assigning the Carver petition for hearing was 
dated November 25, but made public December 23 with the 
secretary's notice, which was dated December 15. The order 
was issued in Ex Parte MC-4, In the Matter of Qualifications 
of Employes and Safety of Operation and Equipment of Com- 
mon Carriers and Contract Carriers by Motor Vehicle Subject 
to the Motor Carrier Act, 1935, and Ex Parte MC-3, In the 
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Matter of Need for Establishing Reasonable Requirements io 
Promote Safety of Operation of Motor Vehicles Used in Trans- 
porting Property by Private Carriers. 

The notice said that “in the meantime by a separate order, 
dated December 5, 1944, the Commission has extended the effec- 
tive date of the order of October 5, 1943,’’ entered in Ex Parte 
MC-13, In the Matter of Regulations Governing the Transporta- 
tion of Explosives and Other Dangerous Articles by Motor 
Vehicle; No. 3666, In the Matter of Regulations for Transporta- 
tion of Explosives and Other Dangerous Articles; and Ex Parte 
MC-3, continuing in effect until December 31, 1945, the author- 
ization granted for the alternative use of reflector warning de- 
vices, conforming to the specifications prescribed in the Octo- 
ber 5 order, applicable to the transportation of inflammable 


liquids in cargo tanks and inflammable compressed gases in 
cargo tanks. 





L. & N.-Il. C. CONSTRUCTION 


That peace has come on one of the “battlefronts” in the 
fight between the Louisville & Nashville and the Illinois Central 
over proposals to extend their respective lines to coal mine 
properties in Kentucky is shown by documents filed with the 
Commission by the L. & N. in Finance No. 14764, Application 
of the Louisville & Nashville for Authority to Construct a Line 
in Hopkins County, Ky., and Finance No. 14747, Application of 
the Chicago, St. Louis & New Orleans and the Illinois Central 
to Construct and Operate a Line in Hopkins County, Ky. (see 
hoor World, Nov. 4, p. 1156, Dec. 2, p. 1427, and Dec. 9, p. 

_. The L. & N. has led with the Commission a motion to 
withdraw its application in Finance No. 14764, in which it re- 
quested authority to build a branch line 1.9 miles long to reach 
a coal mine area now lacking rail facilities. In its motion it 
said that “the occasion for this motion is the fact that the ap- 
plicant and the applicants in the proceeding covered by Finance 
No. 14747 . . . have agreed upon the construction of an indus- 
trial spur track or tracks to provide jointly the requisite serv- 
ice.” 

“Such construction,” said the L. & N., “will be of the same 
nature as that found in the Gulf, Colorado & Santa Fe Railway 
Co. et al. Construction, Finance No. 14176, decided April 16, 
1944, not to require prior authority from the Commission.” 

The other L. & N. document received by the Commission 
was a motion to withdraw the petition of the L. & N. to inter- 
vene in Finance No. 14747, the reasons stated for such with- 


drawal being the same as that set forth in the motion in Finance 
No. 14764. 





N. D. WOOL SHIPPERS’ PROTEST 

The Public Service Commission of North Dakota, on behalf 
of wool shippers and producers of that state, has asked the 
Commission to suspend items naming the rates on wool, in the 
grease, from Williston, N. D., to Duluth, Minn., and from North 
Dakota to the Twin Cities, respectively, scheduled to become 
effective January 11. It identified the items as Nos. 4380-A 
and 4400-A, pages 17 and 18, Supplement No. 21 to Middlewest 
Motor Freight Bureau, Agent, Motor Freight Tariff No. 1006, 
Mr LL C..c. No. 29. 

The public service commission said item No. 4380-A pro- 
posed to increase the minimum weight from 5,000 pounds to 
10,000 pounds, and that item No. 4400-A named rates from 
68 stations in North Dakota to the Twin Cities, Minn., and 
proposed to increase the minimum weight from 3,000 pounds 
to 10,000 pounds. Said the public service commission further: 

Your protestant objects strenuously to this singling out of certain 
North Dakota origins for increase in minimum weight and in view 
of the recent consideration of this matter by the Commission, believe 
that no changes are justified at this time, as the motor carriers have 


subjected these rates to the increase taken following the Ex Parte 148 
case. 





ZION INDUSTRIES PROTEST 

Zion Industries, Inc. (Zion Baking Industry), Zion, Ill., has 
asked the Commission to suspend a tariff item effective January 
22, applicable on grain products. It identified the item as No. 
1550-a, Supplement No. 1, M. F. I. C. C. No. 137 (Tariff 247-D), 
Central States Motor Freight Bureau, Inc., Agent (G. J. Buck- 
ley, Chief of Tariff Bureau). 

The protestant pointed out that the prices on bakery goods 
were frozen as of the spring of 1942 and declared that the 
burden of proof of the reasonableness and lawfulness of the 
proposed increase in rates under the law was on the carriers. 

It said, among other things, that notwithstanding a class 
rate of 29 cents a hundred, the motor carriers presently pub- 
lished and carried in effect a less-truckload commodity rate of 
38 cents, and that it was now proposed in item No. 1550-a, 
aforementioned, to establish, effective January 22, an increased 
less-truckload commodity rate of 60 cents a hundred pounds. 
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Motor Act Prosecutions 


(Digests of statements issued by the Secretary of the Commis- 
sion concerning prosecutions, in federal courts, for violations of 
motor carrier provisions of the interstate commerce act or of Com- 
mission rules and regulations thereunder, appear below.) 


Northern Ohio district, eastern division, at Cleveland. Mc- 
Cullough Transfer Co., of Youngstown, O., was fined $500 and 
costs following entry of its plea of guilty to an information 
charging it with violations of part II of the interstate commerce 
act. The fine and costs were required to be paid. The McCul- 
lough company was charged with operating as a common Car- 
rier of property by motor vehicle for compensation, without 
there having been issued to it by the Commission a certificate 
authorizing the particular operations that were described in the 
information, and with failing to have in its files doctors’ cer- 
tificates of physical examination for new drivers. 

Northern Illinois district, eastern division, at Chicago. 
Daniel R. Merritt, of Hoboken, N. J., and Raymond Q. Faith, 
of Pittsburgh, Pa., were required to pay fines and costs totaling 
$124 following entry of their separate pleas of guilty to in- 
formations charging them with violations of part II of the 
interstate commerce act. The fines and costs were paid. The 
defendants, drivers employed by Kramer Brothers Freight 
Lines, Inc., Detroit, Mich., were charged with failure to keep 
drivers’ logs, in violation of the Commission’s safety regulations. 
Each was fined $45 together with $17 costs. On November 28, 
at Detroit, nine other drivers of this carrier were required to 
pay fines and costs totaling $495, some of them for failing to 
keep drivers’ logs and some for falsifying their logs. 

Western Michigan district, northern division, at Marquette. 
Joseph Bunnin, Iron Mountain, Mich., was fined $300 following 
entry of his plea of guilty to an information charging him with 
violations of part II of the interstate commerce act. He was 
ordered to pay the fine in full. Bunnin was charged with oper- 
ating as a common carrier of property by motor vehicle in inter- 
state commerce for compensation, without a certificate having 
been issued to him by the Commission authorizing such opera- 
tions. 


Allied Van Rights 


Saying that the welfare of hundreds of independent car- 
riers was at stake, the Independent Movers & Warehousemen’s 
Association, Inc., has filed a petition for reopening, oral argu- 
ment, and reconsideration by the entire Commission in MC 
15735, Allied Van Lines, Inc., Common Carrier ‘Application, 
embracing also MC 15735, Sub. 1, Same, Extension. The Com- 
mission, by division 5, with Chairman Patterson dissenting, 
authorized operation by Allied Van Lines, Inc., as a common 
carrier by motor vehicle, of household goods, between all points 
in the United States, over irregular routes (see Traffic World, 
November 18, p. 1287). 

“We could prolong this petition by pointing out in detail 
the numerous and ‘flagrant errors in the report, but we feel 
that a few broad strokes on the canvas are sufficient in a case 
of this magnitude and importance to convince the Commission 
that the case should be considered by the full Commission,” 
said Independent. “Indeed the unusual dissent of Chairman 
Patterson indicating that because of the manner in which the 
case was handled by division 5 he cannot vote on the merits, 
would seem to be enough in itself to convince the Commission 
that further consideration is necessary.” 

Continuing, Independent further said: 





The whole future of this part of the motor carrier industry is at 
stake. To our knowledge there is a feeling of grave apprehension 
throughout this part of the industry, including the Allied ‘‘agents.’’ 
They all want to know how far Allied will be permitted to get away 
with this sort of device, and if the device receives official sanction, 
how far and by what means the independent operators can go to meet 
it. Must they, too, resort to ‘‘phony’’ leases? What direction will the 
future of this industry take? 


Independent declared that the Allied organization, which, 
it said, was not a carrier, had never been a carrier, and neither 
owned equipment nor hired drivers, had sought to make itself 
look like a carrier by having its agents execute so-called leases 
of equipment. 

“These leases are not genuine for the simple reason that 
there is no intent that control of the equipment shall pass to 
Allied during the period of the ‘lease’,” said Independent. 


Allied Van Dissolution Suit 


A suit was filed December 28 in the federal district court 
at Pittsburgh, Pa., asking the court to appoint a receiver for 
Allied Van Lines, Inc., for the purpose of selling the assets, 
Winding up the business, and distributing the money to the 
various members of the National Furniture Warehousemen’s 
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Association, according to a statement of Ernie Adamson, attor- 
ney of record for W. J. Dillner Transfer Co., on whose behalf 
the suit was filed. Mr. Adamson said that a federal judge had 
signed a show-cause order, returnable January 5. 

He said that Dillner was a member of the N. F. W. A., 
which, he said, was the owner of Allied. He said the suit was 
based on the theory that the association was attempting to 
convert Allied into a business corporation instead of a “co- 
operative” by means of an application filed with the Commis- 
sion for authority to distribute the stock of Allied to the indi- 
vidual members who were Allied agents (see Traffic World, 
Sept. 2, p. 558). This, he said, was ground for asking for the 
dissolution. 


Georgia Rate Complaint 


The State of Georgia has a constitutional right to bring an 
original suit in the Supreme Court of the United States, alleg- 
ing a conspiracy that results in charging -of freight rates that 
injures the state, according to the brief filed by the state in 
the proceedings in which the court has before it the question 
of a the suit may be filed (see Traffic World, Dec. 16, 
p. 15iz). 

“This court can grant to the State of Georgia the relief 
desired by simply passing an order restraining the continuance 
of the conspiracy and directing the defendants herein to dis- 
continue the operation of the rate fixing machinery, described 
with particularity in the amended bill of complaint, and of 
which adequate proof can be produced upon the trial of this 
issue,” says the Georgia brief. “It is surely a judicial question 
as to whether or not the defendants have entered into a con- 
spiracy to fix freight rates and whether the State of Georgia 
has been injured and damaged as a result of the rates so fixed 
by this conspiracy. It is not necessary for Georgia to show that 
these rates are unreasonable or unjustly discriminatory in order 
to state a legal case against these defendants. It is sufficient if 
Georgia shows that these rates are fixed by a conspiracy among 
the defendants named herein and that competition has been 
arbitrarily removed by these parties.” 

The state brief also asserts that Georgia is entitled to be 
protected from an illegal combination formed by the defendants 
outside the borders of the state. 

“Without the support of this court, Georgia is helpless to 
rid itself of the impact of this conspiracy,” it continues. “The 
state is entitled to injunctive relief under the equity powers of 
this court as well as under the express terms of section 16 of 
the Clayton act, together with any supplementary or other re- 
lief available at common law. The state seeks relief from the 
conspiracy on the part of these defendants as set forth in the 
amended bill of complaint. Once the conspiracy is ended, com- 
petition will be revived and Georgia will receive fair and equi- 
table freight rates. ... If this conspiracy ... is dissolved, then 
a new day will dawn for Georgia and her citizens, and the 
secondary question of receiving just and equitable freight rates 
can and will be accomplished.” 

The alleged conspiracy, the state says, is made effective 
through “some sixty rate bureaus, committees and other 
agencies.” 


Biddle Supports Georgia 


In a brief for the United States amicus curiae as to juris- 
diction, Attorney General Biddle and a number of his assistants 
supported the proposition “that this suit is within the original 
jurisdiction of the court and the appropriate exercise thereof.” 

The Georgia complaint, says the government brief, ‘de- 
scribes the hierarchy of original and ‘appellate’ private rate- 
fixing bodies through which a rate proposed by an individual 
railroad must proceed before it may be filed with the Interstate 
Commerce Commission for the account of such railroad.” 

The government brief deals at length with the question of 
whether the complaint presents a justiciable controversy within 
the original jurisdiction of the court and cases are cited in sup- 
port of the contention that it does do so. 

In support of the contention that the anti-trust acts sup- 
port, and the interstate commerce act does not preclude the 
injunctive relief sought, the government brief says that the 
Sherman act requires that railroad rates be noncollusive, that 
the interstate commerce act provides for a commission with 
power to rectify such rates, competitively made, as are unrea- 
sonable, discriminatory or otherwise violative of the interstate 
commerce act, and that the Supreme Court has held that the 
Sherman act applies to railroads. It further says the court has 
held the Commission has no power to enforce the Sherman act 
as such. 

Charges that defendant railroads act collusively in the 
initiation of rates or that they make agreements to prevent 
individual railroads from initiating lower rates involve viola- 
tion of the Sherman act, it says. 

“The legislative history of the Sherman anti-trust act and 
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subsequent acts of Congress support the view that conspiracies 
of carriers to fix rates are prohibited even though the rates are 
not beyond the limits of reasonable and nondiscriminatory rates 
under the interstate commerce act,” it continues. 

The Biddle brief asserts that Congress has repeatedly re- 
fused to immunize “such rate-making conspiracies from the 
prohibitions of the Sherman anti-trust act,’ and notes that the 
Seventy-eighth Congress did not act on proposed legislation to 
exempt rate making from the Sherman act. 

“Nothing in the original interstate commerce act, or any 
amendment thereto, sanctions or condones rate-fixing combina- 
tions in the transportation field,” continues the government 
brief. “That increased powers have been given the Interstate 
Commerce Commission since 1887 is a matter of public record, 


but none of such powers relate to regulation of rate-fixing 
combinations.” 


Commission Powers 


The fact that each carrier’s rates must comply with the 
requirements of the interstate commerce act “‘does not tend in 
the slightest degree to prove that such carriers may lawfully 
combine in order to agree upon the rates which each shall 
charge,” says the government, adding: 


Nor does the fact that the Commission is empowered to determine 
whether a carrier’s rates comply with the requirements of the act 
prove that combinations of carriers may lawfully determine such mat- 
ters in place of the Commission. The Commission is without power 
to delegate its authority to make such determinations to any private 
organization or group of carriers. 

The contention that the State of Georgia is barred from seeking 
relief in this court against a conspiracy of carriers because the Inter- 
state Commerce Commission is given jurisdiction to determine whether 
rates are unjust, unreasonable or discriminatory is obviously a non 
sequitur. This is shown by the provisions of the interstate commerce 
act itself. That act does not provide within itself the remedies for 
correction of all the evils in rate making which might constitute a 
violation of the Sherman act. For example, the Commission lacks the 
power to grant relief if carriers illegally combine to fix rates which 
are within the ‘‘zone of reasonableness.’’ United States vs. C., M., St. 
P. & P. R. Co., 294 U. S. 499, 506, (1935). Within that zone, the 
Commission is unable to furnish any remedy, even if rates are raised 
or fixed by concerted action of carriers as the result of a combination 
or conspiracy. When rates are raised by private agreement among 
carriers from the lower level of reasonableness at which they are merely 
sufficient to compensate the carrier, to the upper level of reasonable- 
ness at which they exact the maximum, the Commission has no author- 
ity to protect shippers or the public by forcing the rates back down. 
In such a situation, the relevant law against conspiracies and restraints 
of trade provides the only means of relief. It follows that the proviso 
of section 16 of the Clayton act, 15 U. S. C. sec. 26, does not require 
denial of injunctive relief to the State of Georgia. That proviso forbids 
such relief (except when suit is brought by the United States) ‘‘against 
any common carrier. . . in respect of any matter subject to the regula- 
tion, supervision, or other jurisdiction of the Interstate Commerce 
Commission. The proviso is inapplicable, since the interstate commerce 
act gives the Commission no jurisdiction over rate-making combinations 
of carriers, to suspend or cancel rates which do not violate the inter- 
state commerce act, or to enforce the Sherman act. 

Finally and most important, the Commission cannot preserve pri- 
vate initiative in rate making. When a single carrier sees the oppor- 
tunity by lowering rates to increase its volume of traffic, it has a 
right under the law to take such action without any veto by a combi- 
nation of carriers with which it is presumed to be in competition. The 
allegations of the complaint disclose a combination which substitutes 
for the freedom of action which is indispensable to the development 
of low cost transportation in the public interest, the restrictions of 
group action....The State of Georgia is not seeking any injunction 
against the continuance of any tariff provisions; nor is it seeking an 
injunction against the cancellation of any tariff provisions. It seeks 
merely that the rate-fixing combination and conspiracy among the 
carriers be enjoined; so that whatever tariffs the individual carriers, 
in performance of their duty under the interstate commerce act, may 
continue in effect or supersede by new tariffs may be tariffs established 
under competitive conditions and free from the coercive or collusive 
influences of the unlawful combination and conspiracy in violation of 
the anti-trust laws.... 

The conclusion seems inescapable that adequate relief cannot be 
had by resort to any administrative agency. The wrong that has been 
done to the State of Georgia results from the conspiracy, and so long 
as that conspiracy exists the State of Georgia will continue to suffer. 
The conspiracy is the cause of the injury inflicted upon the state and 
no relief can be had until that conspiracy is uprooted. 


The government brief is signed by Attorney General Biddle, 
Solicitor General Fahy, Assistant Attorney General Berge, and 
Pierce W. Bradley, Edward Dumbauld, Walton H. Hamilton, 
Edward P. Hodges, Sigmund Timberg, and Arne C. Wiprud, 
special assistants to the Attorney General, and Robert B. 
Hummel, attorney. 





NORTHERN PACIFIC EXTENSION 
The Northern Pacific Railway Co. in Finance No. 14797 has 
asked the Commission for authority to operate a line of rail- 
road now being built by the Navy Department between Shelton, 
Wash., and the Bangor magazine area and Bremerton, Wash., 
comprising about 48 miles of main track connecting with its 
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Shelton branch. The railroad said that under a contract with 
the government it proposed to operate the line as a part of its 
system for the handling of war materials. The proposed opera- 
tion, it said, would provide the government with an all-rail 
route needed in this area. 

_ The railroad said it proposed to operate a portion of the 
line between NAD Junction and Bangor magazine area jointly 
with the Navy and that the Navy’s participation over that por- 
tion would be for the purpose of serving points on other lines 


of railway owned by the government and not covered by the 
contract. 


A. C. L. CONSTRUCTION 

The Commission, division 4, by an order in Finance No, 
14567, Atlantic Coast Line Railroad Co. Acquisition, Etc., has 
extended until June 1, 1945, the time within which the Atlantic 
Coast Line, under authority granted in this proceeding by the 
Commission’s report and certificate of June 27, must complete 
construction of two connecting tracks in Alachua county, Fla. 
The original order authorized such construction on condition 
that it be completed on or before December 31, the Commission 
said, adding that, “for good cause shown,” the A. C. L. had 
been unable to complete the construction within that time. 





MECHANICAL STOKERS 

By an order in No. 24049, A. Johnston, Grand Chief of the 
Brotherhood of Locomotive Engineers, et al., vs. Atchison, To- 
peka & Santa Fe et al., the Commission, by Chairman Patter- 
son, has extended from December 31 until April 1, 1945, the 
time within which the Spokane International Railroad Co. must 
complete installation of mechanical stokers on the Delaware & 
Hudson Corporation’s locomotive No. 916. 

By another order in that proceeding, the Commission, by 
Chairman Patterson, has extended from December 31 until 
April 1, 1945, the time within which the Minneapolis, Northfield 
& Southern Railway must complete installation of mechanical 
stokers on that railroad’s locomotives Nos. 500 and 504. 


MULTIPLE LOADING RULE 


By an order in I. and S. No. 5268, Rule 33—Multiple 
Loading, on petition of the respondent railroads, the Commis- 
sion, by Commissioner Splawn, has again postponed the effec- 
tive date of the Commission’s order, from January 12, 1945, to 
February 12, 1945, on not less than one day’s notice. 

In that proceeding, the Commission, division 2, on recon- 
sideration, affirmed its findings in the prior report, 258 I. C. C. 
585, that certain proposed changes in consolidation classifica- 
tion rule 33, relating to multiple loading, were unjust and 
unreasonable, and also found that modified paragraph (b) as 
approved in the prior report, was unjust and unreasonable. 
Originally the carriers were ordered to cancel the modified 
—" on or before November 13 (see Traffic World, Oct. 14, 
p. 955). 

The railroads had asked the entire Commission to overrule 
the second report of division 2 and to reinstate and affirm the 
division’s first report (see Traffic World, Nov. 25, p. 1370). 





1. C. C. ACCIDENT REPORTS 

Failure to control properly the speed of the following train 
in accordance with signal indications, was the cause of an acci- 
dent on the Burlington railroad at Fairmont, Neb., November 
12, in which four persons were killed and six injured, according 
to a report of the Commission, written by Chairman Patterson, 
in Investigation No. 2843. The report described the accident as 
a rear-end collision between west-bound first-class passenger 
train No. 5 and west-bound second-class freight train No. 61, 
both of which were moved by Diesel-electric power. It said 
the freight, while moving at about 15 miles an hour, struck the 
rear-end of the passenger train after passing a signal that dis- 
played “stop-and-proceed” indication. There was a dense fog 
at the time of the accident, which was about 1:13 p. m., said 
the report. 


AIR CERTIFICATE APPLICATIONS 


Chicago & Southern Air Lines, Inc., of Memphis, Tenn., 
has announced that it has submitted to the Civil Aeronautics 
Board an application for a new and direct air route from St. 
Louis, Mo., to Cleveland, O., via Fort Wayne, Ind. It noted 
that it recently had obtained authority to establish air service 
between Memphis and Detroit, and said that its plans were for 
connection of this new service .with the proposed St. Louis- 
Cleveland route at Fort Wayne. The airline also announced 
that it was applying for an express route between St. Louis 
and Little Rock, Ark., to reduce the distance of its Chicago- 
Houston route by 95 miles. 
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Air Transportation 





Airline Review 


Operations of the 21 airlines of the United States in 1944 
were keyed strictly to war purposes and many new marks 
were set in air transportation, according to the Air Transport 
Association of America. 

“Eight of the lines continued to operate overseas routes to 
all theaters of war under contracts with the Army Transport 
Command and the Naval Air Transport Service, transporting 
troops, ammunition, equipment and various commodities used 
in warfare,” it said. ‘Thousands of flights were operated and 
millions of miles were flown. Tons upon tons of cargo were 
transported, but the exact figures have not been announced, due 
to security reasons. 

“Meantime, 14 airlines operated domestic cargo routes for 
the Army and Navy for the greater part of the year, but these 
services were gradually taken over by the military. 

“On the home front the airlines also were engaged largely 
in the transport of passengers, mail, and cargo which had 
direct relation to winning the war. The number of planes in 
service increased to a total of 320 through the return of planes 
previously used by the Army for varying periods since Pearl 
Harbor. This number, however, still left the airlines short 
about 20 planes as compared with the total fleet of 358 in 
1941. However, planes in service during 1944 were flown 11 to 
12 hours daily as compared to 7 to 9 hours before Pearl Harbor. 

“Through higher utilization of equipment, it is estimated 
that the domestic lines were able to carry during the year 
about 62,133,104 pounds of express, not including huge quan- 
tities of strictly military tonnage, as compared to 57,543,591 
pounds in 1943. In 1942, the figures stood at 42,625,398 pounds, 
while the total for 1941 was only 19,398,643 pounds. 

“In the transport of airmail, much of which had both direct 
and indirect bearing upon the war effort, it was estimated that 
the domestic lines had flown more than 85,803,000,000 pound 
miles for the year, as against 72,133,899,534 pound miles in 
1943. Indicating the tremendous growth achieved, the same 
figures for 1941 stood at 26,236,027,723. 

“While transporting these large quantities of mail and ex- 
press, the domestic lines were at the same time carrying pas- 
sengers to the estimated number of 3,658,140. Of these 1,985,- 
395 traveled on priorities having direct bearing on the war 
effort. Of the remaining 1,672,745 passengers, many were trav- 
eling on essential business, while others included members of 
the armed forces on leave. The actual division stood at 54% 
priorities as against 61% in 1943. The total number of pas- 
sengers carried in 1943 was 3,454,040, of which 2,106,964 had 
priority. 

“The passenger load factor in 1944 also reached a new 
high mark of about 92 per cent, as against a 1943 figure of 
82.28 per cent, while the year previous it was 64.34 per cent, 
and in 1935 stood at only 49.61 per cent.” 





AIR ROUTES TO LATIN AMERICA 
According to informaiton from the Civil Aeronautics Board, 
the United Fruit Co. has withdrawn its application for author- 
ity to engage in air services to points in the Caribbean area 
(see Traffic World, Dec. 23, p. 1641). 





NORTH ATLANTIC AIR ROUTES 


Moore-McCormack Lines, Inc., has filed with the Civil 
Aeronautics Board a brief in support of its application in No. 
1517, one of the applications embraced in the consolidated pro- 
ceeding designated by the board as “Docket No. 855, et al., the 
North Atlantic Case” (see Traffic World, Oct. 21, p. 1047), in 
which Moore-McCormack, a stearnship company, asks authority 
to engage in air services between the United States and points 
in the Scandinavian, Baltic and Russian areas. 

Much of the Moore-McCormack brief was devoted to the 
company’s contention that it conclusively met all the require- 
ments of the so-called “certificate” section of the civil aero- 
nautics act, as well as the requirements of the controversial 
section 408 of that act, relating to acquisition of control of one 
carrier by another. It said that “the imperative demands” of 
national defense could be met only by giving Moore-McCormack 
Lines, Inc., the right to engage in this service. 

The Baltimore Aviation Commission, through Charles R. 
Seal, transportation director of the Baltimore Association of 
Commerce, in its brief in the North Atlantic case, said that the 
potential cargo and passenger traffic from Baltimore “should 
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be sufficient to sustain service of reasonable frequency from 
Baltimore as a co-terminal with cities other than New York, 
to the British Isles and the principal areas of continental Eu- 
rope, in addition to service from New York. It urged the board 
to authorize, as part of a general pattern of routes across the 
north Atlantic, routes from or via Baltimore. 


€. A. A. Aetivities 


Eleven thousand Civil Aeronautics Administration employes 
had ahead of them a key role in facilitating the conversion of 
the “twenty billion dollar aviation industry,” said T. P. Wright, 
C. A. A. administrator, in reviewing 1944 activities of the 
agency. 

“Our recommendation for construction of 3,050 new air- 
ports and improvement of 1,625 existing fields is probably the 
first requisite for development of post-war flying on a scale that 
will result in a market that will utilize any substantial part of 
today’s aircraft production capacity,” said he. 

Further steps he suggested included simplification of regu- 
lations in accordance with many C. A. A. suggestions now before 
the Civil Aeronautics Board; a $20,000,000 modernization of 
C. A. A. radio aids to flying to accommodate increased traffic 
in all weather; stimulation of aeronautical education and flight 
training activity by a limited program of federal aid to col- 
leges; and C. A. A. cooperation with manufacturers in develop- 
ment of aircraft that will have broad popular appeal. 

Reviewing the year’s progress in civil aviation, Mr. Wright 
noted that with the return of some planes to the airlines, pas- 
senger miles flown by scheduled air carriers rose to an esti- 
mated all-time high of 2,202,000,000 miles. Plane loads, how- 
ever, increased.to more than 90 per cent of capacity, compared 
with 72 per cent in 1942 and 88 per cent in 1943. 

As evidence of a gradual shift toward peacetime flying, he 
cited “the termination of the C. A. A. War Training Service 
Program, which had furnished the Army and Navy with 326,816 
partially trained pilots from July 1, 1942, to August 5, 1944.” 
By-products of the conclusion of this program were the sale of 
about 5,400 surplus aircraft, disposed of by competitive bidding 
with an average of eight bidders per plane; and a backlog of 
private business which has kept former C. A. A. Flight Contrac- 
tors pressed for help and equipment. 

In the year, C. A. A. established a center for testing army 
and navy aircraft for civil airworthiness, in order to assist man- 
ufacturers in determining what changes would be necessary to 
make such planes suitable for commercial use. This C. A. A. 
military-test base is now located at Augusta, Ga. 

In the field of technical research, C. A. A. announced assis- 
tance in the development of reliable and inexpensive stall-warn- 
ing devices that are expected to eliminate the No. 1 hazard of 
private flying; successful testing of aerial photography as a 
means of choosing airport sites; a scientific fabric tester, and 
perfection of a new type of radio range station which throws out 
a course signal in all directions. 

Foreign operations of C. A. A. generally expanded, with 
A. S. Koch appointed assistant administrator in charge of C. 
A. A. foreign activities. C. A. A. missions aided pilot training 
in Mexico and Brazil, and in the latter country also assisted in 
air traffic control work. Technical advice was given to missions 
from the Soviet Union, Australia, United Kingdom, and many 
other countries. ; 

In Alaska a communications expansion ,program was car- 
ried out which overcame the “fade-outs” peculiar to the terri- 
tory. These had rendered the system 50 per cent inoperative in 
the past. A new regional office was established at Honolulu to 
handle increasing Pacific Air Traffic. ; 

War emergency restrictions on flying were eased consid- 
erably outside of vital defense areas, and the boundaries of 
those zones were narrowed greatly. 








TAXATION OF AIR COMMERCE 


President Roosevelt signed H. J. Res. 324, extending for 
90 days the time for filing a report by the Civil Aeronautics 
Board on multiple taxation of air commerce. 


PAN AMERICAN WORLD AIRWAYS 


Groundwork for a postwar program of mass transportation 
that will employ giant clippers capable of carrying more than 
100 passengers each through the substratosphere at more than 
300 miles an hour, was laid by Pan American World Airways 
in 1944. 

Pan American has placed orders with plane manufacturers 
for a large fleet of new high-speed transport aircraft. These 
clippers fly out of the present gateways of New York, Miami, 
New Orleans, Brownsville, Laredo, Los Angeles, San Francisco 
and Seattle and will fly from new gateways in Baltimore-Wash- 
ington, Boston, Chicago, Detroit, Tampa, Charleston and Hous- 
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ton if this program is approved by the C. A. B. Direct service 
to Latin America would be provided from New York. 

The Board of Directors of Pan American recently approved 
a program for new financing, which would be accomplished 
through an offering to stockholders, and which is expected to 
raise a minimum of $25,000,000 of new capital funds in 1945, 


to be available for the purchase of new equipment and other 
requirements. 


Bailey’s Aviation Views 


Senator Bailey, of North Carolina, chairman of the Senate 
commerce committee—the committee having jurisdiction over 
proposed legislation affecting air commerce—has issued a state- 
ment to make clear his views on “our national aviation policy.” 

In it the senator said he favored a “relatively low’ number 
of domestic airlines, that “we should discourage the steamship 
companies and the railroad companies from entering into air 
transportation,” and indicated he favored only “one or two or 
more companies” operating in the international field though he 
said he had not reached a definite conclusion as to that. His 
statement follows: 


First I desire that the Congress should pursue a policy intended 
to make a success of the great structure of air transportation which 
has been built and which is now in operation. Within our country and 
without we have done exceedingly well so far. 

I do not think we can succeed with a great multitude of companies. 
I do not like the idea of monopoly as a rule, but when we come to 
public utilities the rule of monopoly is the American rule. We do not 
encourage the formation of new shipping companies. We do not en- 
courage the formation of new railroad companies. 

I have fear that the domestic airlines would be prevented from 
succeeding by creating too many lines and look for some standard 
under which we can keep the number relatively low. It is for this 
reason, and not through any antipathy to railroads or steamship com- 
panies that I have tended to take the view that we should discourage 
the steamship companies and the railroad companies from entering 
into air transportation. We cannot make a success of domestic air 
transportation if the railroads enter into air transportation with them. 
There will be too much competition and there will not be enough busi- 
ness to go around. The domestic air companies have done well and I 
think we should give them the benefit of our doubt in this matter. 

As for the foreign field, I am sure that all will agree that the Pan 
American System has proved a brilliant and most serviceable success. 
It is recognized that for a long time it was the only American com- 
pany occupying the field of trans-oceanic transportation from our 
shores. At times I have tended to think that we could afford to create 
one great company, but it would not be the Pan American nor would 
it be controlled by the Pan American. One great company having con- 
trol of trans-oceanic transportation so far as this country is concerned, 
would necessarily be under the absolute control of our government and 
might become an arm of the government. Certainly I would not support 
any one company proposition unless it shall be under the control of 
the State, War, Navy and Commerce Departments, and under such 
control it might well become subject to government ownership. If we 
can prevent this by calling out and giving routes to one or two or 
more companies, I would be inclined favorably to consider the propo- 
sition. I would do this because I wish to avoid government ownership. 

I have really not reached a definite conclusion on this subject. So 
far as my conclusions are definite I am opposed to government owner- 
ship and to any policy that would make for government ownership. 
Moreover I am opposed to such competition either at home or abroad 
as would break down the business. We must have in any view some- 
thing in the nature of a monopoly and therefore we must have strict 
controls, and by strict controls I mean controls proceeding from the 
government itself and operating in the interest of the public and not 
in the interest of private companies. 

I do not look with favor upon opening up the field at home or 
abroad generally, as I know this would bring us into a situation which 
would tend to destroy the great structure already erected. 

I have made a rule since I have been in Congress of not making 
public pledges that would tie my hands or prevent me from considering 
any proposition on its merits. This statement is not to. be interpreted 
as a pledge, but only as a statement tending to clarify my position 
for the press. Very probably in the coming year we shall have to deal 
with the whole problem, domestic and foreign—and so far as I am 
concerned I intend to deal with it with an open mind with the view 
to doing the best thing. The statements I have given herein above 
indicate the trend of my thinking. 


RUBBER OUTLOOK 


The rubber industry again faces what appears to be an 
impossible production task, but grave problems were satisfac- 
torily solved in the last two years, and history will probably 
repeat itself in this instance, according to an article appearing 
in the January issue of Domestic Commerce, monthly publica- 
tion of the Department of Commerce. 


of Foreign and Domestic Commerce, the author, points out that 
a program for meeting new demands is now being developed 
and will be announced at an early date. 

“At present crude rubber accounts for 10 per cent of the 





S. Earle Overley, acting chief of the rubber unit, Bureau’ 
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total rubber content in the small sizes of truck casings, whereas 
in the larger sizes 30 per cent or more of crude rubber is de- 
sirable to insure good service,” says he. “If it is necessary to 
continue the expanded production program for any appreciable 
time, the depletion of the crude rubber stockpile will create 
another problem.” 

“Our heavy motor transportation system has been operat- 
ing on a very meager allocation of tires. No major disruptions 
have occurred as yet, although there have been evidences in 
local areas of very heavy strains. The combined demands for 
the first quarter of 1945 are larger than the quantities that can 
be supplied by all the productive facilities when they are fully 
manned. 

“The prospects for passenger-car tires for essential use are 
more encouraging than those for trucks and busses, but A-card 
holders will be fortunate if they receive any appreciable relief 
in the way of new tires before the third quarter of 1945.” 


0. P. A. Used Motor Vehicle Prices 


Three changes in the regulation governing ceiling prices of 
used passenger cars, and one change in the used commercial 
motor vehicles regulation, were announced December 28 by the 
Office of Price Administration. 

The major change made by the amendments (effective 
January 1, 1945) continues the calendar year ceiling prices now 
in effect for both used cars and trucks, said the O. P. A., adding: 


Previously, used car ceiling prices were to be reduced by four per 
cent each six month period. Used commercial motor vehicle ceilings 
were to be dropped to the next older model year ceiling price at the 
beginning of each new year. The amendment continues present used 
car prices until July 1, 1945, and present used commercial vehicle 
prices for the calendar year 1945. 

As-is ceiling prices for used commercial vehicles, however, have 
already been reduced by an amendment which became effective Sep- 
tember 5, 1944. These reduced 1944 calendar year as-is ceilings for 
used trucks will remain in effect for 1945. 

The continuance of present ceiling prices is considered necessary 
in order to keep the market—for both used passenger cars and com- 
mercial ‘vehicles—stocked with the largest inventory that restricted 
production will permit, O. P. A. said. Such an inventory is vitally 
needed in the war emergency to maintain transportation of war workers 
and goods and equipment needed for war and assential civilian use. 

In addition to continuing present ceiling prices for both used cars 
and used trucks, today’s action also makes the following two changes 
in the used car regulation: 

(1) Foreign used cars, except those manufactured in Canada and 
Mexico, have been exempted from coverage of the regulation. (The 
regulation did not provide a satisfactory method for pricing such 
vehicles, and since they are for the most part high priced cars ‘and 
there are relatively few of them on the market, their exemption is not 
expected to cause their prices to increase or put pressure on ceilings 
established for American-made cars); and 

(2) A new section has also been added to the regulation which 
provides for O. P. A. authorization of prices for used cars that cannot 
be priced under other provisions of the regulation. 

Today’s changes have been discussed with the automotive industry 
advisory. committee, O. P. A. said, and are the forerunner of several 
major changes in the used car regulation which will be made in the 
near future. 

(Amendment No. 6 to Revised Maximum Price Regulation No. 341 
—Maximum Prices for Used Commercial Motor Vehicles; and Amend- 
ment No. 4 to Maximum Price Regulation No. 540—Maximum Prices 
for Used Passenger Automobiles—effective January 1, 1945.) 


MOTOR BUS PROGRAM 


Six thousand motor coaches, representing an investment 
of $90,000,000, will be ordered by the nation’s intercity bus 
lines as soon as the lifting of wartime priorities permits their 
manufacture. In addition, a program of rehabilitating all pres- 
ent equipment will provide employment for tens of thousands 
of automotive workers. These were the findings of the National 
Association of Motor Bus Operators as the organization com- 
pleted a survey of the industry’s postwar needs. 

“Normally, the country’s intercity bus lines require up- 
wards of 2,000 motor coaches a year,” said Arthur M. Hill, 
association president. ‘Because transportation is vital to the 
war effort, the manufacture of a limited number of busses has 
been permitted in the past three years, but far less than the 
actual requirements were met. Furthermore, these are Victory 
models that lack the comfort and luxury features postwar trav- 
elers will demand. 

“While the intercity bus industry’s requirement of 6,000 mo- 
tor coaches may appear small in comparison with the projected 
market for passenger cars, it should be remembered that high- 
way busses, with new luxury appointments, will average $15,000 
in cost and will require a correspondingly greater number of 
man hours for manufacture. Even when the pent-up demand 
is met, the anticipated postwar travel boom will send require- 
ments for subsequent years above previous levels.” 
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Track Production Plans 


Plans of the War Production Board for production of com- 
mercial motor trucks in 1945, for use within the United States, 
call for a total output of 188,883 such vehicles of all types, ac- 
cording to a W. P. B. announcement. The 1944 total was 103,112, 
it was shown. 

“Programs for all types of trucks authorize a higher level 
of production as compared with 1944 figures,” said the W. P. B., 
“with the exception of light trucks, for which there was no 
— schedule in 1944, and heavy-heavy off-highway 
trucks.” 

Comprising the 188,883 trucks to be produced in the year 
for domestic civilian use, it said, would be the following num- 
bers of units of different types: Light, 35,904; medium, 110,114; 
light heavy, 31,684; heavy-heavy (on-highway), 9,765; heavy- 
heavy (off-highway), 1,416. 

Trucks for export would bring the total commercial pro- 
duction program for 1945 up to 245,449 units of all types, the 
W. P. B. said. It compared that figure with a corresponding 
total of 126,678 authorized for production this year. 

Production of any trucks in the third or fourth quarter of 
1945 by any individual manufacturer at any one of his plants 
in excess of the number of trucks the manufacturer was au- 
thorized to produce in that plant in the last quarter of 1944 
would require clearance with the local Production Urgency 
Committee, the W. P. B. said, adding that “the committee will 
determine, after a local manpower check, whether denial of 
the increase would make available any appreciable number of 
workers of the type, and with the skills, needed by more urgent 
programs, either locally or for interregional recruitment.” It 
said that any manufacturer of motor trucks who experienced a 
deficiency in meeting an authorized motor truck production 
schedule in the first six months of 1945, or in any subsequent 
calendar quarter, might make up that deficiency in production 
only in the first month of the following calendar quarter. 

Referring to the latter ruling, the Truck-Trailer Manufac- 
turers Association, Inc., said that it applied also to truck-trailer 
production and commented that it would have “a most serious 
impact on the trailer industry.” 

“Under this new regulation,” it continued, “trailers au- 
thorized for the first six months must be completed by July 31, 
1945. Likewise, authorizations for the third and fourth quarters 
will expire at the end of the respective quarters, and the trailers 
authorized must be completed within one month after the end 
of the quarter or be lost. Many manufacturers will find it diffi- 
cult to schedule production to such close limits, especially in 
view of the scarcity of tires, axles, brakes, wheels, and other 
components.” 

The W. P. B. announced that the total commercial truck 
trailer program for 1945 had been set at 21,486 trailers of all 
types except off-highway, 7,581 fewer than the authorized pro- 
gram for 1944. The reduction, it said, was brought about by a 
major cutback in the general freight type trailer. The general 
freight program for 1945, it said, was set at 14,304 for domestic 
use, aS against 22,840 for 1944. 


Less than one fourth of the motor trucks estimated 
as needed to meet essential war and civilian transportation 
requirements in 1945 will be produced and distributed to com- 
mercial operators, the Office of Defense Transportation an- 
nounced Dec. 27. The estimate is based on the 1945 civilian 
truck program approved by the War Production Board. 


Increased demands by the armed services for all types of 
motor transport was given as the chief reason for the severe 
reduction. The total authorized program amounts to 186,792 
light, medium, light heavy and heavy heavy trucks, or 24.1 
per cent of the O. D. T. stated requirement of 773,935 vehicles. 

To emphasize the present and future increased needs of 
the armed services for more and more motor transport, the 
O. D. T. pointed out that the approved 1945 program was also 
sharply reduced from previous allocations tentatively approved 
for the first six months of 1945. The final authorization is 
only four-fifths as large as the total of 235,905 trucks which 
earlier allocations, made last summer and fall, indicated as 
the possible 1945 schedule. 

The O. D. T. also points out that the 1945 production sched- 
ule for medium, light heavy and heavy heavy trucks will be 
held to slightly below the current fourth quarter 1944, rate 
of production. The total for 1945 in the final program in these 
sizes is 151,088. At the current fourth quarter rate the total 
production would be 151,876 trucks. 

The requirement estimate of 773,935 vehicles the O. D. T. 
explained, represented the number of vehicles required to 
meet the need for essential trucking transportation purposes. 
To obtain new vehicles, truck operators must show that the 
Vehicles will be used in operations directly related and neces- 


Sary to the war effort or the maintenance of essential civilian 
economy. 
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In allocating a share of the total national production of 
trucks to O. D. T., the W. P. B. made the largest reduction in 
the number of light trucks authorized, the total, 35,704 being 
only 11.9 per cent of the O. D. T. requirement estimate of 
299,600. 

The O. D. T. said the reduction would be particularly felt 
by farmers and dairy producers because no light trucks have 
been made since January, 1942, when production was halted 
except for vehicles then on assembly lines. Furthermore, the 
pool of light trucks which was set up following the freeze 
order had been practically exhausted for almost a year, it said. 

Users of light trucks were warned by the O. D. T. that the 
small number of vehicles which will be available and the 
growing age of the vehicles now in service will make conserva- 
tion and preventive maintenance measures more necessary than 
ever. 

Heavy reductions were also made in the number of medium, 
light heavy and heavy heavy trucks approved for production, 
the percentages approved compared with requirements being 
31, 32.4, and 42.2 per cent respectively. Production of these 
trucks ceased in March, 1942, and was not resumed until late 
in 1943. 

In comparing the final authorization with the tentative 
1945 program, the largest reductions were made in the light 
heavy and heavy heavy truck categories. According to the 
earlier tentative program the annual figures would have been: 
Light trucks, 38,132; medium, 134,901; light heavy, 49,750 and 
heavy heavy, 13,122. The percentages received in the final 
authorization were respectively 93.6, 81.3, 63.2 and 74.5 per 
cent of the earlier tentative estimate. 

However, the 1945 program compares favorably with the 
approved 1944 truck production program which totaled 101,357, 
divided as follows: Medium, 73,475; light heavy, 20,069; and heavy 
heavy, 7,813. The bulk of these vehicles, the O. D. T. stated, 
were to be built in the third and fourth quarters of 1944. 





MOTOR VEHICLE RATIONING 


‘The Office of Defense Transportation has issued adminis- 
trative order O. D. T. 27, amendment 2, setting forth procedure 


to be followed in the rationing of new commercial motor 
vehicles. 


TIRE RATIONING 


The Office of Price Administration has announced a quota 
of 110,000 heavy truck and bus tires for the month of January, 
a reduction of 10,000 under the December quota. In that group, 
it said, there was a back-log of 100,000 high-priority applica- 
tions that still remained unfilled for lack of quota. The Janu- 
ary quota for the smaller truck and bus tires was set at 216,000 
as against 280,000 in December. 

Increased military demands had foreshadowed the Janu- 
ary cuts, said the O. P. A. 

“The reduced quotas again point up the fact that maximum 
use of tires now on wheels through conservation and prompt 
recapping, as outlined in the tire conservation program of the 
Office of Defense Transportation, is the only practical solution 
to the present tire problem,” it added. 

An appeal was made to passenger car owners to conserve 
their tires. The January quota for passenger car tires is 
1,800,000, a reduction of 200,000 under the December quota. 


JOHNSON ON TRANSPORTATION 


Director Johnson, of the Office of Defense Transportation, 
has issued the following year-end statement: 


American transportation, in the year now ending, has accomplished 
another miracle. 

Surpassing their record of previous war years, our transportation 
lines have kept virtually needed war supplies flowing to the front, have 
transported the biggest army in American history and, meanwhile, have 
cared for essential civilian needs with comparatively little dislocation. 

Railways, truck, bus and air lines, waterways, pipelines; men and 
women in all these fields have contributed mightily to this result. A 
few figures speak volumes; more than a trillion ton-miles of freight, 
and more than 300 billion passenger-miles have been transported in 1944. 

With two wars raging at once the months ahead will bring increases 
in the need for war supplies and the movement of military personnel. 
With far from enough equipment and with a scarcity of skilled man- 
power, the transportation lines must and will continue to carry the 
load . . . for the men and materials for victory must move. Greater 
burdens lie ahead. 1945 challenges transportation to even greater 
achievement, another more difficult miracle. 


MOTOR CONSERVATION 


The Office of Defense Transportation has issued additional 
supplemental orders O. D. T. 3 authorizing coordinated opera- 
tions in the areas indicated as follows: Rev. 441, between St. 
Louis, Mo., and Memphis, Tenn.; Rev. 442, between Rockford 
and Freeport, Ill.; Rev. 444, between Evansville, Ind., and St. 
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Louis, Mo.; Rev. 445, between Nashville, Tenn., and Birming- 
ham, Ala.; Rev. 443, between Indianapolis and Bedford, Ind.; 
Rev. 446, in Tennessee; Rev. 449, in Illinois, Wisconsin and 
Minnesota; Rev. 456, between Evansville, Dale, Jasper and Fer- 
dinand, Ind.; Rev. 461, in Nebraska; Rev. 424, between El Paso 
and Odessa, Tex.; Rev. 435, between New York, N. Y., and 
Hudson and Bergen counties, N. J.; Rev. 436, between Evans - 
ville, Ind., and Burna, Ky.; Rev. 437, between Rock Hill, S. C., 
and Charlotte, N. C.; Rev. 438, between Mobile, Ala., and Pen- 
sacola, Fla.; Rev. 439, in Michigan; Rev. 447, in Mississippi; 
Rev. 448, in Illinois and Missouri; Rev. 451, between St. Louis, 
Mo., East St. Louis, Ill., Evansville, Ind., and points in Illinois; 
Rev. 452, between Danville, Ill., and Terre Haute, Ind.; Rev. 
453, between Salt Lake City, Utah, and Evanston, Wyo.; Rev. 
454, between Calhoun and points in Georgia; Rev. 455, between 
Durham and points in North Carolina; Rev. 458, between Pitts- 
burgh and New Castle, Pa.; Rev. 459, between Rice Lake and 
Ladysmith, Wis.; Rev. 460, between Green Bay and Sturgeon 
Bay, Wis.; and Rev. 463, in North Carolina. 

The O. D. T. also has issued supp. order O. D. T. 6A-74, 
coordinated operations in Kansas City, Mo.-Kan. commercial 
zone; 6A-68, in Cincinnati, Ohio, area; 6A-71, in Camden, in- 
cluding the urban community of Cullendale, Ark.; 6A-77, in 
Kansas City area; 6A-78, between Worcester and Ware, Mass.; 
and 6A-82, in New Orleans, La. 


oO. D. T. MOTOR CERTIFICATES 


In response to inquiries being made by commercial motor 
vehicle operators, the Office of Defense Transportation states 
that Certificates of War Necessity issued to these operators are 
good indefinitely until canceled and need not be renewed on an 
annual basis. Continuing, its announcement said: 


Under O. D. T. regulations, operators do not have to have their 
certificates reissued unless they propose to change the character of 
their services or the territories for which the present certificates were 
issued. 

At the same time, the O. D. T. called attention to the fact that on 
last October 15, it transferred to the Office of Price Administration the 
handling of certain of its gasoline ration functions relating to tem- 
porary allotments of gasoline. 

Under this transfer of duties, the O. P. A. now is responsible for 
the collection of gasoline ration coupons or checks in the hands of 
operators at the close of the quarter for which they were issued. For 
this reason, commercial motor vehicle operators should turn in all 
fourth quarter rations on hand at the end of this year to their O. P. A. 
Local War Price and Rationing Boards instead of to the O. D. T. dis- 
trict offices. Such surrender must be made not later than January 5, 
1945. 


HOLIDAY TRAVEL 


Although reports from major railroads to the Office of De- 
fense Transportation on Christmas travel showed “spotty” con- 
ditions, said a spokesman for the O. D. T., December 26, gen- 
erally speaking the holiday travel had been somewhat ahead of 
Fourth of July travel, which, he pointed out, had reached an 
all-time peak. 

However, he said, estimates made as the result of spot 
checks indicated that military travelers had ranged to over 75 
per cent of the passenger traffic, a higher percentage than a 
year ago. He added that reports to the O. D. T. indicated that 
there had been very heavy troop and casualty movements over 
the Christmas week-end. 

The O. D. T., he said, had had no reports of essential trav- 
elers who had not been able to get to their destinations. There 
had been, he added, a considerable number of standees, and 
trains were late. There had been congestion at some stations, 
he said, but that, “by and large,” the traffic had gone through, 
with these inconveniences. He said the O. D. T. felt that its 
big job of keeping essential transportation running, getting 
essential traffic, including military, and including members of 
the armed forces on furlough, to their destinations, had been 
accomplished. 


Ban on Horse Racing Meets 


Director of War Mobilization anc Reconversion Byrnes 
has asked the managements of race tracks to cease operations 
by January 3, 1945, until war conditions will permit resumption 
thereof. Need for conservation of transportation was one of the 
factors that caused him to take such action, it was stated. 

The War Manpower Commission, said Director Byrnes, had 
reported to him that it had recently authorized an employment 
ceiling to permit the opening of a race track in a critical labor 
area. The W. M. C. said that it did not feel that it could dis- 
approve the reopening of the track in this critical labor area 
in view of the fact that other tracks were being permitted to 
operate in other areas equally critical, he said, adding: 


The operation of race tracks not only requires the employment of 
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manpower needed for more essential operation, but also manpower, 
railroad transportation as well as tires and gasoline in the movement 
of patrons to and from the track, and in the movement of the horses 
and their attendants. 

The existing war situation demands the utmost effort that the peo- 
ple of the United States can give to the support of its armed forces in 
the production of needed war materials. The operation of race tracks is 
not conducive to this all-out effort. Therefore with the approval of the 
President I urge that the management of these tracks take immediate 
measures to bring present race meetings to a close by January 3, 1945, 
and to refrain from resuming racing at all tracks until war conditions 
permit. 

I have asked the War Manpower Commission to withdraw all ceil- 
ing authorizations. I have also asked the chairman of the War Produc- 
tion Board and the director of the Office of Defense Transportation to 
take such steps as fall within their power to prevent the use of critical 
materials, services and transportation in the operation of these tracks 
if such steps should prove necessary. However, I am confident that the 
management of these tracks can be depended upon to take prompt 
action without the necessity of recourse to other measures. 


TRAVEL TO FLORIDA 


Representatives of the Seaboard, Florida East Coast, and 
Atlantic Coast Lines railroads assured Office of Defense Trans- 
portation officials at a conference held in Washington, Decem- 
ber 28, that they would cooperate to furnish complete utiliza- 
tion of existing facilities for travel to and from Florida, it was 
said at the O. D. T. offices. The assurance was given in response 
to recent representations which O. D. T. officials said had been 
made to them by chamber of commerce and hotel representa- 
tives from Miami Beach, Fla. These representatives, it was 
said, had told the O. D. T. they thought that additional pas- 
senger facilities could be made available for Florida traffic 
without hindering the war effort. 


Oo. D. T. APPEAL DECISIONS 
Director Johnson, of the Office of Defense Transportation, 
has affirmed denial of an application of E. Clyde Wilkinson, 
doing business as Grey Top Cabs, Lynchburg, Va., for additional 
motor fuel for operation of taxicabs in Lynchburg. 





RETURN OF CARS FROM MEXICO 

The Commission, division 3, has issued revised service 
order 107, Freight Cars to Mexico, effective at 12:01 a. m,, 
January 1, until September 1, 1945, directing the car service 
division of the Association of American Railroads to restrict 
the number of all freight cars, except privately owned, leased 
or controlled refrigerator and tank cars, moving into Mexico in 
any month so that the number of such cars shall not be in 
excess of the number of cars moving from Mexico to the United 
States in the previous month. 

The service order contained a provision that the number 
of each type of freight cars, except privately owned, leased or 
controlled refrigerator and tank cars, permitted to be in Mex- 
ico at any time might be changed by instructions issued by the 
director of the Commissoin’s Bureau of Service, “by varying 
the ratio between the cars permitted to be moved into and 
those moved out of Mexico.” By its terms, the order will expire 
September 1 “unless otherwise modified, changed, suspended 
or annulled by order of this Commission.” 

Prefacing the material part of the order was the Commis- 
sion’s statement that it appeared that “upon representations 
from the Office of Defense Transportation, and due to the 
movement into Mexico of freight cars owned or leased by rail- 
roads of the United States and the delay incident to their re- 
turn,” in the Commission’s opinion an emergency existed re- 
quiring immediate action to prevent shortage of railroad equip- 
ment and congestion of traffic. 

Authority to restrict the movement of freight cars _ into 
Mexico was delegated to the car service division of the A. A. R. 
as agent for all U. S. railroads subscribing to the car service 
and per diem agreement. 





Tank Cars to Mexico 


On request of the Office of Defense Transportation, the car 
service division of the Association of American Railroads has 
issued its embargo 950, effective January 3, prohibiting the 
movement of all loaded and empty tank cars of any ownership 
to or via any railroad in Mexico via any gateway except such 
cars aS may be permitted to move under permits. Such control 
of tank cars was deemed necessary, it was said, because of the 
demand for such equipment. 

Explaining the action taken, W. C. Kendall, chairman of 
the car service division, in a communication to all railroad 
transportation officers, said: 


The Office of Defense Transportation has directed that no tank cals 
shall be allowed to go into Mexico, loaded or empty, except as may be 
required for the transportation of essential liquids into that country. 
Embargo CSD-400 now applies to all carload traffic moving to 0 
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via the National Railways of Mexico, except by authorized permit. This 
embargo is being modified, effective January 3, 1945, to exclude from 
its application all freight loaded in tank cars of any ownership. Effec- 
tive as of the same date, CSD Embargo 950 has been issued which pro- 
hibits the movement of all loaded and empty tank cars of any owner- 
ship to or via any railroad in Mexico via any gateway. This restriction 
will not apply to empty tank cars of Mexican ownership, railroad or 
private, that have been received under load from Mexico and are being 
returned empty in service route, nor to cars covered by numbered per- 
mits with prefix ‘‘CSD-950’" issued by Mr. H. J. Arnett, Assistant to 
the Chairman, Car Service Division. Applications for such permits 
should be made direct to Mr. Arnett and may be transmitted either by 
mail or wire. 

It should be understood that under this embargo no empty tank 
cars shall be accepted for movement to any gateway point into Mexico 
when intended for delivery to any Mexican railroad for return loading, 
except when authorized by permit; also, that this embargo applies to 
tank cars of any ownership, including cars carrying Mexican marks, 
which are moving empty on revenue billing at tariff charges. 


GRAIN SERVICE ORDER 

On request of the Office of Defense Transportation and of 
the Food Distribution Administration of the Department of 
Agriculture, the Commission, division 3, by amendment No. 27 
to service order No. 80, has continued the service order, as 
amended, in effect until December 31, 1945. It was said at the 
Commission offices that the order otherwise would have expired 
December 31. The original service order No. 80 placed the 
movement of grain under a permit system, because of inade- 
quate storage space. 


WHEAT CAR SERVICE ORDERS 


The Commission, by division 3, has issued service orders 
Nos. 264, 265, 266 and 267, and corrected service orders of the 
same numbers, directing four railroads to unload a total of 69 
cars of Australian wheat at Los Angeles, Calif. The division 
said the cars had been on hand for an unreasonable length of 
time and that the delay in unloading was impeding their use. 

Each carrier was ordered to notify the Commission when 
the cars had been completely unloaded, and, on receipt of such 
notices, the division said, the orders would expire. 

The corrected orders required the unloading of cars as 
follows: No. 264, Pacific Electric Railway Co., 13 cars; No. 265, 
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six months thereafter. The elimination of out-of-line and back- 
hauls sought to be achieved by service order No. 189 and 
amendments and supplements thereto was recommended by the 
O. D. T.-I. C. C. grain and grain products transportation com- 
mittee. 


Freight Loading Forecasts 


Shippers’ regional advisory boards underestimated freight 
car loadings for the second quarter of 1944 by 2 per cent for 
the country as a whole, according to computations made in 
the car service division of the Association of American Rail- 
roads. Taking the totals of the boards individually, however, 
said Chairman Kendall, the percentages varied from 3.9 per 
cent overestimated to 12.5 per cent underestimated. 

For the country as a whole the boards estimated that car 
loadings for the second quarter would total 7,417,034 whereas 
the actual loadings totaled 7,565,515. Grain loadings were over- 
estimated 11.2 per cent; potatoes, 4.7 per cent; ore (iron and 
N. O. S.) 5.8 per cent; gravel, sand and stone, 12.4; sugar, 
syrup and molasses, 8.2 per cent, and brick and clay products, 
6.2 per cent. 

Underestimates were as follows: Flour, meal and mill prod- 
ucts, 1.4 per cent; hay, straw and alfalfa, 1.8 per cent; cotton, 
5.6 per cent; cottonseed and products except oil, 35.8 per cent; 
citrus fruits, 3.6 per cent; other fresh fruits, 18.8; other fresh 
vegetables, 9.4; live stock, 5.5 per cent; poultry and dairy 
products, 34.1 per cent; coal and coke, 2.7 per cent; salt, 3.6 
per cent; lumber and forest products, 9.7 per cent; petroleum 
and petroleum products, 10 per cent; iron and steel, 4.6 per 
cent; machinery and boilers, nine-tenths of 1 per cent; cement, 
eight-tenths of 1 per cent; lime and plaster, 16.4 per cent; 
agricultural implements and vehicles, 23.5 per cent; fertilizers, 
all kinds, 1.4 per cent; paper, paperboard and prepared roofing, 
7.2 per cent; canned goods and canned food products, 20.8 
per cent. 

The estimates of total car loadings made by the individual 
boards and the actual loadings follow: 


Carloadings 2nd Quarter Per Cent of Accuracy 
944 





1 Over- Under- 
Union Pacific, nine cars; No. 266, Southern Pacific, 36 cars; Allegheny eae i Est’d =" 
and No. 267, Santa Fe, eleven cars. Atlantic States .............. 622,994 641,518 3.0 
—_—_—_ Central Western ............ 218,316 218,466 re 
GRAIN EMBARGO SERVICE ORDER Hone | 2S Ss Se 494,872 502,950 1.6 
By issuance of its service order No. 189—Sup. 2, effective a en siti Soe 798.720 125 
February 15, the Commission, division 3, has ordered seventeen Northwest ..... ie eer ee 698,627 203 1.5 
railroads to embargo grain shipments on out-of-line hauls or Ohio Valley ............:.... 1,055,471 1,014,116 3.9 
back-hauls over routes and in connection with transit points Pacific Coast ................ 292,394 301,647 3.2 
set forth in an appendix to the order (see Traffic World, April Pacific Northwest ........... 253,728 258,690 2.0 
1, p. 932, and Dec. 2, p. 1452). The routes affected were desig- rm poe steeeeeeeee ceeeees 826,021 820,917 6 
nated by reference to tariff item numbers. a Berean teens pongo pm 16 
Railroads named in the appendix to the order were: The Preuer es: fea ee pe OX 50S ee 
Pennsylvania; the Santa Fe; the Central of Georgia; Chicago Total All Boards........... 7,417,034 7,565,515 2.0 


& North Western; the Burlington; Chicago Great Western; the 
Milwaukee; the Rock Island; the Georgia & Florida; the Gulf, 
Mobile & Ohio; the Illinois Central; the Louisville & Nashville; 
the Missouri Pacific; the Nashville, Chattanooga & St. Louis; 
the St. Louis-San Francisco; the Southern, and the Wabash. 
Transit points designated in the order are certain points in 
Illinois, Kansas Georgia, Iowa, Nebraska, Wisconsin, Alabama, 
Louisiana, Mississippi, Tennessee, Missouri, Oklahoma, and 
South Carolina. 

Under provisions of the order, the railroads specified are 
prohibited from accepting for transportation, transporting, or 
moving carload shipments of grain, grain products, grain by- 
products, soybeans, seeds, feed or related commodities over the 
routes indicated in the appendix, until the Commission’s further 
order, but not for a longer period than the present war and 


CONTROL OF EXPORTS AND IMPORTS 


The Foreign Economic Administration has notified export- 
ers that proposed exportations to Turkey through commercial 
channels will no longer require consideration by the British- 
American Coordinating Committee in Turkey except for certain 
items. 

These items are listed in Current Export Bulletin 217. As 
the situation changes, revisions of this list will be published 
in subsequent current export bulletins. Exporters are advised 
that the publishing of this information should not be construed 
as indicating that commodities not on this list are in plentiful 
supply and will be licensed freely. 

“All Turkish orders during the last three years have been 


LLL ttt 


Revenue Freight Car Loading—Week Ended Saturday, Dec. 16 


Grain and Live Forest Mdse. 
grain-prod. stock Coal Coke Products Ore L.C. L. Miscellaneous Total 
{ 1944 44,678 19,234 142,863 13,145 39,409 11,115 102,058 377,381 749,883 
UME Win) SIIB ok ise.ccics acacae’ { 1943 48,573 17,019 177,079 14,759 41,779 12,281 98,730 348,661 758,881 
| 1942 47,688 15,660 163,523 14,763 41,498 13,855 87,191 358,883 743,061 
Preceding week December 9...... 1944 44,250 20,107 169,705 13,361 39,830 12,184 106,812 387,305 793,554 
Per cent increase over............ 1943 13.0 Ss ; 3.4 8.2 
Per cent decrease under.......... 1943 8.0 19.3 10.9 57 9.5 i2 
Per cent increase over............ 1942 22.8 th & | 5.2 9 
Per cent decrease under.......... 1942 6.3 12.6 11.0 5.0 19.8 : 
(1944 2,479,806 877,952 8,812,120 739,343 2,238,815 2,639,743 5,327,231 19,622,524 42,737,534 
Cumulative 51 weeks to Dec. 16. {1943 2,605,810 826,441 8,356,979 737,417 2,188,558 2,805,920 4,982,585 19,272,934 41,776,644 
(1942 2,137,699 733,169 8,239,728 717,19 2,420,496 3,008,330 5,511,855 19,471,524 42,234,992 
Per cent increase over.......... . 1943 6.2 5.4 3 2.3 6.9 1.8 2.3 
Per cent decrease under.......... 1943 4.8 5.9 
Per cent increase over............1942 16.0 19.7 6.9 3.1 8 1,2 
Per cent decrease under..........1942 7.5 12.1 3.3 


— ee 


Per cent to 15 year average, 119.4. 
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reviewed by both the Turkish government and the British-Amer- 
ican Coordinating Committee on the basis of essentiality, sup- 
ply and shipping,” said the F. E. A. 

“The revised procedure for filing applications for an export 
license to Turkey is as follows: 


1. Export license applications for commodities not listed may be 
filed by the exporter upon receipt of the importer’s order. 

2. Export license applications for commodities listed in the 
export bulletin should not be submitted by the exporter prior to notifi- 
cation to the exporter by the Turkish Division, Foreign Economic Ad- 
ministration, that the proposed shipment has been recommended by the 
British-American Coordinating Committee in Turkey. Orders for these 
commodities must continue to be examined by that committee. 

3. To export commodities to Turkey under the conditions described 
in either paragraph 1 or 2 above, export license application Form FEA 
419 shall continue to be submitted in quadruplicate to the Requirements 
and Supply Branch, Foreign Economic Administration, Washington 25, 
D. C., with a statement of the calendar quarter year in which the ex- 
port is expected to be made. 


The F. E. A. has issued its current export bulletin No. 218, 
‘urging use of postal delivery zone numbers and dealing with 
commodities that may be exported to the other American re- 
publics under the blanket export license procedure. 


CAR PER DIEM HOISTED 


By vote of the member roads of the Association of Amer- 
ican Railroads, effective January 1 the per diem rate to be paid 
for use of cars off home roads will be raised from $1 to $1.15 
“per car per day.” It was said increased operating costs were 
responsible for the boost. A committee, however, it was stated, 
had been appointed to report back April 1 as to whether the 
rate should be made higher or lower at that time. The action 
was taken on recommendation of the A. A. R. board of directors. 


NORTHWEST ADVISORY BOARD 


The twenty-second annual and seventy-second regular 
meeting of the Northwest Shippers’ Advisory Board, sponsored 
by the St. Paul Association of Commerce, will be held at the 
Hotel Lowry, St. Paul, Minn., January 25. Thomas Balmer, 
vice president of the Great Northern Railway, will address the 


luncheon meeting on “A Timely Railroad Problem.” Officers 
will be elected. 


MOTOR IDENTIFICATION PLATES 

By amendment No. 1 to its Emergency Order M-4, effective 
December 31, the Commission, division 5, has extended from 
that date until “December 31, 1945, or such earlier time as the 
Commission may by order hereafter designate,” the provisions 
of the original emergency order permitting operation of motor 
carrier vehicles under certificates or permits issued by it with- 
out display of the Commission’s identification plates, but with 
display of the name of the carrier and the number of the Com- 
mission’s certificate, permit or docket number “in letters and 
figures of such size, shape and color as to be readily legible, 
during daylight hours, from a distance of 25 feet while the 
vehicle is not in motion.” Emergency Order M-4 was issued in 
the early autumn of 1943 because the Commission’s supply of 
metal identification plates for motor carriers was running low 
(see Traffic World, Oct. 9, 1943, p. 863). 


MOTOR CARRIER EMERGENCY ORDER 


As a result of the issuance by the Commission, division 5, 
of amendment 1 to its Emergency Order M-3, regular route 
motor common carriers of property may exercise throughout 
1945 the authority they held in 1944, pursuant to that emer- 
gency order, to operate over the most direct available highway 
route between any two points at which they may lawfully ren- 
der service, between which the distance over any specified reg- 
ular route over which they may lawfully operate is less than 


110 per cent of the distance over such direct available highway 
route. 


The original emergency order was issued late in Septem- 
ber, 1943, and had December 31, 1944, as its expiration date 
(see Traffic World, Oct. 2, 1943, p. 793). Amendment No. 1, 


effective December 31, changes the expiration date to Decem- 
ber 31, 1945. 


In a notice attached to the original order, Secretary Bartel 
said that the order would eliminate the work and expense at- 
tending the filing of applications of motor common carriers for 
temporary authority to operate over routes shorter than those 
set forth in their certificates. He explained that the order did 
not authorize service by any carrier at any point at which such 
carrier did not now lawfully render service and did not relieve 
any carrier from the duty of furnishing adequate service at all 
points it was authorized to serve. In its amendment No. 1 to 
the order, the Commission said that it appeared that it was “in 
the public interest” to continue for a further period—“until 
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December 31, 1945, or such earlier time as the Commission may 


by order hereafter designate”—the provisions of emergency 
order M-3. 


RAIL-FOR-TRUCK-SERVICE ORDER 

The Commission has prolonged the life of its Emergency 
Order M-5, Emergency Substitution of Rail for Truck Service, 
so as to continue in effect for another year the provisions of 
that order authorizing the substitution of rail service for motor 
vehicle service of motor common carriers “in some areas and 
between some points” (see Traffic World, May 13, p. 1301). 

Emergency Order M-5 became effective May 25 and was 
dated to expire December 31. In the new order, also designated 
as Emergency Order M-5, the Commission said it appeared 
that “the urgent need for the conservation of existing motor 
vehicle facilities heretofore found in the order of May 8, 1944, 
will continue to exist for an indefinite period after December 31, 
1944,” and it therefore ordered continuance of Emergency Order 
M-5 “in full force and effect until December 31, 1945, unless 
otherwise ordered by the Commission.” 

e original order contained regulations as to procedure 
for publication on short notice of a tariff rule covering sub- 
stitution of rail service for motor common carrier service as 
certified by the director of the Office of Defense Transporta- 
tion, including the form or wording of such rule. One sub- 
section of the order provided that when rail service was sub- 
stituted for truck service under that rule, motor carriers should 
pay the railroads the rail tariff rates for the rail service, and 
another subsection required that the freight be tendered to 


the railroads by the motor common carriers on railroad bills 
of lading. 


I. C. C. CUTS AUTO MILEAGE 


The Interstate Commerce Commission is one of seven fed- 
eral agencies to be presented with the Office of Price Adminis- 
tration “Award of Merit” by Chester Bowles, O. P. A. admin- 
istrator, for having achieved a reduction in official automobile 
mileage of 40 per cent or more below that operated in 1941. 
The mileage reduction of the I. C. C. was 42 per cent. C. E. 
Calvert is the Commission’s mileage administrator. 


CONTAINERS FOR MEAT BY-PRODUCTS 

Limitations on the maximum sizes of wooden or fibre con- 
tainers that can be used for shipping edible meat by-products 
by packing houses have been removed by the Office of Price 
Administration. 

The pricing agency said that this action, effective January 
1, 1945, “merely makes the boxing provision of its wholesale 
edible meat by-products regulation conform with the recent 
War Production Board Order L317, which prohibits the use of 
fibre boxes for packing edible meat by-products where the net 
weight of the contents is less than 110 pounds.” 

Formerly, O. P. A. allowed a maximum wooden or fibre 
container size of 100 pounds to be used in shipping variety meat 
items and edible meat by-products. The present action permits 
a seller to use either fibre or wooden containers where the 
weight of the shipment exceeds 110 pounds. 

(Amendment No. 6 to Maximum Price Regulation No. 398 
—Variety Meats and Edible By-Products at Wholesale—effec- 
tive January 1, 1945.) 


WATER CARRIER STATISTICS 


Freight revenues of water carriers of Class A and Class B, 
subject to the Commission’s jurisdiction, aggregated $19,693,751 
in the second quarter of this year, representing an increase of 
32.1 per cent over the total freight revenue of $14,910,783 re- 
ported by those carriers for the second quarter of 1943, accord- 
ing to a compilation (statement Q-650) issued by the Commis- 
sion’s Bureau of Transport Economics and Statistics, based on 
94 quarterly reports of carriers of the two classes. 

Passenger revenue of the two classes of carriers totaled 
$2,997,353 in the second quarter of 1944, showing a 15 per cent 
increase over the $2,605,963 total of passenger revenue reported 
for the corresponding period of last year, according to the state- 
ment. The total number of tons of revenue freight carried in 
the second quarter this year was 15,785,537, as against 12,891,- 
629 tons in the second quarter of 1943, and the number of reve- 
nue passengers carried was 3,367,001, as against 2,597,771 in the 
second quarter of 1943, the compilation showed. 

Totals for the Class A carriers (those having annual oper- 
ating revenues over $500,000) were shown in the statement as 
follows: 


Freight revenue, $16,012,905 this year and $11,564,777 in 1943; tons 
of revenue freight carried, 11,478,867 in second quarter this year and 
8,911,782 in same quarter last year; passenger revenue, $2,926,471 this 
year and $2,550,519 last year; number of revenue passengers carried, 
3,328,005 in second quarter this year and 2,564,289 in same period 
last year. 
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Questions and Answers 


In this column will be answered questions of both legal and 
e practical nature that confront persons dealing with traffic. A 
specialist on interstate commerce law, who is a member of our spe- 
cial service department, will give his opinion in answer to any sim- 
ple question relating to the law of interstate transportation of 
freight. The same man, with long experience and wide knowledge, 
will answer questions relating to practical traffic problems. We do 
not desire to take the place of the traffic man but to help him in 
his work. 

The right is reserved to refuse to answer in this column any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investiga- 
tion herein contemplated. If a more comprehensive answer to a 
question is desired than is thought proper for this column, the 
department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or 
questions from nonsubscribers. 

Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 






Liability of Delivering Motor Carrier for Loss of or Injury to 
Goods in Possession of Connecting Carriers 


Arkansas.—Question: On page 1526 of the December 9th 
issue you answered our recent inquiry regarding the liability 
of the delivering motor carrier for loss of goods in possession 
of connecting carriers. 

You answered by confining your remarks to the matter 
of whether the consignee should file claim with the delivering 
carrier or whether the shipper should file claim with the orig- 
inating carrier. 

In our letter we asked you to give us your views as to the 
liability of the delivering carrier. The shipment in question 
checked short one case from the originating carrier and the 
claim was filed with the delivering carrier, and as the originat- 
ing carrier is now bankrupt and operating under receivership, 
we wanted your opinion as to whether the delivering carrier 
would legally have to pay the claim or not. 

Any information you can give us to clarify this situation 
will be appreciated. , 

Answer: Section 219 of Part II of the Interstate Commerce 
Act provides that “the provisions of section 20(11) and (12) 
of Part I of this Act, together with such other provisions of 
such part (including penalties) as may be necessary for the 
enforcement of such provisions, shall apply with respect to 
common carriers by motor vehicle with like force and effect 
as in the case of those persons to which such provisions are 
specifically applicable.” 

Section 20(11) of Part I of the Act provides that any 
common carrier delivering said property so received and trans- 
ported shall be liable to the lawful holder of the bill of lading 
or to any party entitled to recover thereon for the full actual 
loss, damage, or injury to such property caused by it or by 
any such common carrier to which such property may be de- 
livered or over whose line or lines such property may pass 
within the United States when transported on a through bill 
of lading. 

Under the above provisions of the Interstate Commerce 
Act, the delivering carrier can be held liable for the value 
of the goods which were not delivered at destination, regardless 
of the bankruptcy of the initial carrier. 


Tariff Interpretation—Application of “Scrap or Waste” Paper 
Rates to Discarded Paper Boxes 


New Jersey.—Question: A very interesting situation has 
developed with respect to which we should appreciate receiving 
the benefit of your opinion. 

Two carload shipments of corrugated boxes were for- 
warded from point A to point B and refused at the latter point 
because they did not meet the specifications of the consignee. 
The two carloads without being unloaded were then reshipped 
— point B to point A as corrugated boxes, ‘knocked down 

at. 

_ The owner of the boxes is contending that the shipment 
is entitled to the rate applicable on wastepaper from point B 
point A rather than the rating assessed on corrugated paper 
Oxes, 

_ The Southern Weighing and Inspection Bureau has re- 
viewed the case and has pointed out that the boxes on the 
return were new and unused and in exactly the same shape 
as received on the inbound movement and that, even though 
they may not have had any commercial value as boxes, that 
fact would not justify assessing freight charges on the scrap 
paper basis. 

The shipper contends that there is ample justification for 
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the carriers’ assessing the scrap paper rate for the reason that 
the shipment was valueless for any other purpose. 

Answer: It is our view that if the boxes have been diverted 
from the paper box trade into the scrap or waste paper trade, 
the rate on scrap or waste paper should be applied. We do 
not consider it necessary that the form be changed in order 
to entitle the boxes to the waste or scrap paper rates, unless 
the governing tariff or classification so requires. The principal 
problem is to determine what the commodity actually was. 
When this is done the rate is automatically determined. 

In Chesebrough Manufacturing Co. vs. Director-General, 
68 I. C. C. 555, vaseline, a petroleum product, was sold in the 
medicine trade. Complainant contended the petroleum prod- 
ucts rate and not the medicine rate, was applicable. The Com- 
mission in holding the medicine rate applicable, referred to the 
leading case—Andrews Soap Co. vs. P. C. C. & St. L. Ry. Co., 
4 I. C. C. 41, wherein the principle was stated: 


When a manufacturer describes his article to the public for the 
purpose of making a market for it, he also so describes it for purposes 
of carriage, and it seems as reasonable that the carrier should have 
the right to accept the manufacturer’s representation concerning his 
product as that the public should be influenced by it in the purchase 
of the article. 





There was no change in the form of the vaseline. In 
Cream of Wheat Co. vs. A. T. & S. F., 91 I. C. C. 45, portions 
of wheat grain were selected and sold as a cereal food prepara- 
tion, although physically they were grits. Grits are ordinarily 
sold and known as stock feed. The Commission said that 
whether the form and character of the grits had been changed 
or not was immaterial, that the fact that the commodity is 
prepared and represented to the trade solely as a cereal food 
and not as grits is sufficient to render the rates on cereal 
foods applicable. In Standard Oil Co. vs. A. T. & S. F., 51 
I. C. C. 598, the Commission also held that shipments of mineral 
oil sold for medicinal purposes were not ratable as a petroleum 
oil (although physically it was nothing else). In Ship Supply 
Co. vs. L. & N. R. R., 139 I. C. C. 110, old rails were sold as 
“scrap rail,” and so billed. The Commission held that inas- 
much as the tariff did not carry a definition of what constituted 
scrap iron or steel, it was a question of fact only as to whether 
these rails were scrap rails, and upon the above facts and a 
showing that the rails were unsuitable for railroad use, the 
Commission held the scrap rail rate was applicable even though 
the rails had not been changed in form. Based upon these 
decisions, the doctrine seems to be that the channel of trade in 
which the article is actually shipped determines the rate ap- 
plicable. 

However, see the report in Diana Paper Co. vs. New York 
C. & H. R., Unreported Opinion A-409, in which it was held 
that paper rejected by the consignee, not because of any 
damage in transit, but returned to the manufacturer because 
of imperfections in making up the rolls, was not entitled to a 
reduced rate on the return movement of waste paper. 


Tariff Interpretation — Application of Rule 55(c) of Tariff 
E Circular 20 


New York.—Question: I would appreciate a little enlight- 
ment on the following problem: 

Shipments move from San Francisco to points in New York 
and New England on a combination rate made up of a com- 
modity rate to Chicago plus class rate from this point to 
destination. The rate from origin to St. Louis is the same 
as to Chicago. However, as the class rate is lower from Chicago, 
the combination is made over this point. 

A route via St. Louis, thence Chicago, and to destination 
protects the lowest combination of rates. Now does the car 
have to actually go through Chicago, or can it be routed directly 
east from St. Louis? It is my understanding that there is some 
authority that will allow the protection of the lowest com- 
bination of rates without the necessity of routing via the com- 
bination point over which the factors are made. 

Several cars in this movement were routed via NKP-NYC 
from St. Louis, with protection of the lowest combination of 
rates, A glance at the map of the NKP will show that cars 
probably did not go through Chicago. Why would it not be 
possible to use PRR or B&O, or any other legitimate route 
direct from St. Louis? If there is some authority that will 
allow this, it will be appreciated if you will point it out in 
your column. 

Answer: In the absence of a joint through rate (Hastings 
Poultry Company vs. Erie Railroad Co., 213 I. C. C. 81; Traffic 
Bureau, Lynchburg Chamber of Commerce vs. Southern Ry. 
Co., 213 I. C. C. 392; J. C. Penney Co., Inc. vs. Baltimore & 
O. R. Co., 243 I. C. C. 36), or if the tariff publishing the joint 
through rate contains an alternative rule, which authorizes the 
application of a lower aggregate of intermediates, the aggre- 
gate of intermediates via Chicago may, in our opinion, under 
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the provisions of Rule 55(c) of Tariff Circular 20, be applied 
on shipments routed via St. Louis, Mo., in connection with the 
N. K. P. and N. Y. C. (J. C. Penney Co. Inc. vs. Baltimore & 
O. R. Co., 243 I. C. C. 36), since such shipments would move 
through Kokomo, Ind. a junction point with a connecting or 
branch line intermediate to the base point (Chicago) upon which 
the lowest combination makes. 

Under Rule 55(c), the aggregate of intermediates via Chi- 
cago may also be applied on shipments routed via the Pennsyl- 
vania R. R., but not via the Baltimore & Ohio R. R., because 
of circuity. North Packing & Provision Co. vs. Chicago, R. I. 
& P. Ry. Co., 185 I. C. C. 478. 


Damages—Cost of Repairs 


Pennsylvania. — Question: We recently purchased three 
automatic machines from a manufacturer in Detroit, Michigan, 
who delivered them to the freight house of a rail carrier to .be 
forwarded to us by less than car load freight. The original 
carrier loaded the machinery in open top gondola cars without 
any protection from the weather and they were delivered to 
our plant in the same cars in a wet and rusty condition. 

In order to properly determine the exact condition and the 
amount of damage to the delicate parts it was necessary to 
obtain the services of a factory expert to dismantle and ex- 
amine them. This required three days of his time and the 
replacement of several parts. 

A claim was filed with the carrier including a bill of $84.36 
traveling and board expense of the factory expert, which we 
were, of course, required to pay. The carrier declines to accept 
liability for this item on the ground that they are consequential 
expenses and not provided for under the provisions of the 
Uniform Bill of Lading. 


Inasmuch as our factory millwright department was not 
familiar with this type of machinery the repairs could not be 
made without the services of this expert and we feel they 
should be borne by the carrier just the same as the parts and 
labor necessary to place the machine in the same condition as 
when shipped. 


Will you please state your opinion and refer to any deci- 
sions of the courts in like cases. 


Answer: Although there is some authority to the contrary, 
where the goods are injured during transportation, or part of 
them are lost, the consignee, it is said, cannot abandon the 
consignment and sue for the full value, but must accept the 
goods as tendered and sue for damages. Meyer vs. Vicksburg 
R. Co., 6 Sou. 218; Morell vs. Northern Central R. Co., (N. Y.), 
16 Hun. 585; Freeman vs. Weir, 94 N. Y. S. 327; Central of 
Ga. R. Co. vs. Montmollen, 39 Sou. 820; Parsons vs. U. S. 
Express Co., 123 N. W. 776; Reason vs. Detroit, etc. R. Co., 
113 N. Y. 596; C. C. C. & St. L. Ry. Co. vs. Bement-Rea Co., 
154 N. E. 32; Crinella vs. Northwestern Pac. R. Co., 259 Pac. 
774; Patterson vs. R. Co., 195 S. W. 1163 and R. Co. vs. Novet, 
199 S. W. 496. 


Where, however, the goods are so materially damaged as 
to destroy their value, the consignee may, of course, refuse to 
accept and sue for the full value; since in that event nothing 
that the consignee might do would lessen the loss and diminish 
the carrier’s liability. G. C. & S. F. Ry. Co. vs. H. B. Pitts & 
Son, 83 S. W. 727; McGrath vs. C. & W. C. Ry. Co., 75 S. E. 
44. 

It seems to be fair and reasonable that a carrier should 
compensate a shipper for the expense of reconditioning or 
repairing goods which have been damaged through the negli- 
gence of the carrier, if the result of the shipper’s efforts is 
to restore the goods to their original value or to enhance the 
value of the goods to a figure which equals or exceeds their 
value in the damaged condition in which received after deduct- 
ing the cost of the reconditioning. See the following cases in 
which such damages have been allowed: P. & S. F. R. Co. 
vs. Shell, 265 S. W. 758; American Railway Express Co. vs. 
Judd, 104 Sou. 418; St. L. S. W. Ry. Co. vs. Tucker, 255 S. W. 
553; Wilson Poultry & Egg Co. vs. Mo. Pac. R. Co., 215 Pac. 
1020, and Galveston, H. & S. A. Ry. Co. vs. Standard Rice Co.., 
34 S. W. (2d) 619. ‘ 


We are unable to locate decisions in point, but are of 
opinion that the expense to which you refer is properly charge- 


able to the carrier as an expense incurred in reconditioning 
the goods. 


Sale of Goods By Carrier for Freight Charges 


Maryland.—Question: Will you please cite any tariff pro- 
visions, laws, Interstate Commerce Commission decisions, or 
court decisions which would govern the points in the following 
case: 

An LCL rail shipment of asphalt siding was on hand at 
destination unclaimed. The shipment moved collect, but Sec- 
tion 7 of the bill of lading contract was not executed. Notice 
of unclaimed freight was sent to the consignor, but no reply 
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was received. Consignee claims notice was never received, 
After 53 days, the carrier forwarded the freight to a public 


storage warehouse in a city several miles distant. (It js 
assumed there was no warehouse available at any closer point.) 
Upon arrival, the shipment was refused by the warehouse as 
not worth the freight charges, and then sold by the carrier’s 
agent for whatever could be realized. The consignor has been 
presented with a bill from the carrier for the difference be. 
tween the amount realized from the sale and the total of the 
freight charges from origin to destination, plus storage charges 
at destination, plus freight charges from destination to the 
public warehouse. 

Our questions are as follows: Is there any rule that limits 
the length of time a carrier may allow storage charges to 
accrue on a shipment before warehousing it? 

Is there any rule which makes it incumbent upon a carrier 
to dispose of a shipment before the freight and accrued storage 
exceed the value of the shipment? 

Is a carrier within his rights in reshipping merchandise 
to another point for warehousing, and then billing the con- 
signor for the freight charges? 

There must be some tariff rule, law, or other restriction 
to protect consignors in instances such as these. Otherwise, 
carriers could hold shipments indefinitely at consignor’s lia- 
bility for charges. 

Answer: Where a carrier waives prepayment and _ the 
consignee refuses to take the goods and pay the transportation 
charges and the carrier in strict conformity of law, sells the 
goods to enforce its lien for freight charges, and there still 
remains a balance due, the consignor is liable to the carrier 
therefor, and this liability of the consignor under such circum- 
stances applies, it has been held, as much to a charge for 
demurrage and storage as to freight or other lawful charge 
which the carrier is bound to collect. See Jelks vs. Philadelphia, 
etc. R. Co., 80 S .E. 216; Bewley-Darst Coal Co. vs. W. & A. R. 
Co., 87 S. R. 702; B. Y. O. vs. Luella Coal & Coke Co., 81 
S. E. 1044; Pa. R. Co. vs. Kemmers, 75 Pa. Super. Ct. 588; 
Central R. R. of N. J. vs. Berry, 165 N. Y. S. 1041; Pa. Co. 
vs. W. A. Fraser, 175 Ill. App. 645. 

Furthermore, there are statutory provisions in the sev- 
eral states which make the owner liable for the balance due 
for freight charges where goods are sold by a carrier for its 
charges. See, for instance, section 2600 of the Civil Code of 
1912 of the State of South Carolina. 

Paragraphs (b) and (c) of Section 4 of the Uniform Bill 
of Lading Contract Terms and Conditions, however, govern 
the sale of refused or unclaimed goods in so far as interstate 
shipments are concerned. 

It has been held that goods should be sold in conformity 
with the provisions of the law and after the expiration of the 
time during which they should be held for account of the 
owner. See, Norfolk Southern Railroad Co. vs. New Bern 
Iron Works & Supply Co., 174 N. C. 188. See, also, Davis vs. 
Adams, 295 Fed. 890; Erie R. R. Co. ys. Kieser & Sons, Inc, 
211 N. Y. S. 362, and Davis vs. Smutzinger, 281 Fed. 640. 

In Sowega Melon Growers Association vs. Pere Marquette 
Ry. Co., 194 S. E. 917, whether a railroad should have sooner 
exercised right given in bill of lading to sell the watermelon 
shipment, for its own protection and to reduce the amount 
shipper would have to pay in the event that consignee did not 
pay freight charges was held for jury. 


BURLINGTON “GREETINGS TARIFF” 

General freight office employes of the Chicago, Burlington 
& Quincy Railroad Company have issued their joint freight 
“tariff” containing “greetings in the form of rules, notes, re- 
marks, hello’s, good lucks, hi’s, best wishes, Merry Christmas, 
Happy New Year, and other things specifically named therein 
from employes in freight traffic department to furloughed 
freight traffic department employes as listed herein now in 
military service.” The “tariff” is designated C. B. & Q. G. F. 
O. E. No. 1944. 

L. H. Lamb, chief of the Burlington’s tariff bureau, points 
out that the holiday tariff follows closely the form of an ordi- 
nary freight tariff, containing copy of an “order” in an I. & S. 
docket, an item covering “Increase in rates and charges” under 
“ex party 048,” and various other items under headings such 
as are seen in freight tariffs generally, but that the phraseology 
of these items has been adapted to the purpose of the tariff of 
extending holiday greetings and encouraging the men serving 
in the army, the navy, the marines and the air air service, etc. 
Copies of the “tariff” have been sent to the Commission and the 
state commissions. 


You may either write or wire our Washington office 
for information concerning matters in any departmen! 
of the government there, if you are a subscriber {0 
THE DAILY TRAFFIC WORLD. 
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Traffic Club Doings 


Items for this column are solicited and when they are sent and not 
published it is because they are inappropriate or not timely. Copies 
of a club’s publication or the notices it sends to members are 
usually not sufficient, because often they are received too late to be 
of value. THE TRAFFIC WorRLD goes to press in Chicago Friday of 
each week. News of coming or past events, such as meetings, din- 
ners and election of officers, is desired. If publicity is looked for it 
should be made the duty of someone in the club to keep us ade- 
quately and promptly informed.—Hditor THE TrRaFFIC WoRLD. 





The Traffic Club of Wilmington, Del., has elected the fol- 
lowing officers: President, Joel Rosenson, V.-P., Delaware Floor 
Products, Inc.; Vice-President, Roger E. Wooleyhan, Sec., 
Wooleyhan Transport Co.; Secretary-Treasurer, Clarence F. 
Miller, T. P. A., Baltimore and Ohio R. R. Co.; Historian, W. L. 
Simmons, G. A., Reading Company. Board of Governors: Term 
expires 1945—H. M. Fisher, T. M., Joseph Bancroft & Sons, 
Inc.; J. C. Mac Robert, Jr., F. R., Pennsylvania Railroad; K. J. 
McAuliffe, T. C., E. I. duPont de Nemours & Co.; F. R. Webb, 
V.-P., Interstate Amiesite Co. Term expires 1946—H. M. Ber- 
ridge, A. T. M., E. I. duPont de Nemours & Co.; B. F. Insenberg, 
D. F. A., Pennsylvania Railroad; S. B. Singer, F. A., Victor 
Lynn Co.; T. V. Volk, A. T. M., E. I. duPont de Nemours & Co. 





H. D. Sweetin, new president of the Atlanta, Ga., trans- 
portation club, was. born in St. Louis, 
Missouri. After serving two years in 
the U. S. Navy in World War I, he 
entered the service of the Frisco Lines 
at St. Louis as yard clerk, November 
23, 1919, with continuous service with 
the Frisco up to the present. After fif- 
teen years in the operating department, 
he entered the traffic department at 
St. Louis, January 1, 1935. In Septem- 
ber, 1936, he was made TF&PA at 
Pensacola, Florida. March 10, 1937, he 
was promoted to chief clerk to traffic 
manager, Memphis, Tennessee. Janu- 
ary 1, 1938, he was promoted to general 
agent, Little Rock, Arkansas. June 1, 
1940, he was transferred to Atlanta as 
general agent. He has been a member 
of the Transportation Club of Atlanta 
since June, 1940, serving as chairman 
of the fellowship committee in 1941, and chairman of the enter- 
tainment and program committee in 1942 and 1943. 








The speaker at the December dinner meeting of the Traffic 
Club of the Lehigh Valley, at Easton, was Edward Gogolin, 
vice president and general manager, Pennsylvania Motor Truck 
Association, Harrisburg. The most difficult problem facing his 
industry now, he said, was rubber. The next meeting will be 
at Allentown, January 15. 





Z. G. Hopkins, of the Western Association of Railway Execu- 
tives, was the speaker at the meeting of the Southern Wiscon- 
sin Traffic Club December 19. November 21 was “ladies’ night.” 
There was an illustrated lecture on the Hawaiian Islands. 





The Traffic Club of Chicago will unite with the Mid-West 
Shippers’ Advisory Board, January 5, the day of the latter’s 
meeting in Chicago, in a luncheon in the grand ball room of 
the Palmer House. The speaker will be Fred G. Gurley, presi- 
dent of the A. T. and S. F. Railway. 





At the annual meeting of the Grand Rapids Transportation 
Club the following officers were installed: President, G. Arthur 
Jones, C. & O. Ry.; Vice-President, R. H. Fahrner, Acme Fast 
Freight, Inc.; Vice-President, Max Hensick, Central Mich. Paper 
Co.; Treasurer, A. Van Stee, Widdicomb Furn. Co.; Secretary, 
M. W. Vermaire, Furn. Mfgrs. Whse. Co. The executive com- 
mittee is comprised of the officers and Geo. F. Braunschneider, 
Voigt Milling Co.; Leo. W. Wood, Pere Marquette Ry. Co.; 
C. S. Lauber, New York Central System; A. J. Rietberg, Blue 
Arrow Transport Co.; R. H. MacGregor, Associated Truck Lines. 





_ The newly created industrial committee of the Junior Traf- 
fie Club of Chicago will bring to the membership, January 4, 
“Industrial Night,” the meeting to be held in the Mural Room 
oi the Morrison Hotel. Arthur F. Manning of the Douglas Air- 
craft Company, chairman of the committee, says it has prepared 
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a program especially designed to aid in a better understanding 
of the proper co-relationship which must exist between the traf- 
fic manager and his department and the other departments in 
industry. The guest speaker will be Colonel John Morrow, Jr., 
vice president, in charge of traffic and purchasing, International 
Harvester Company. Colonel Morrow served with the United 
States Services of Supply overseas until August, 1944, when he 
returned to the Harvester Company. A large group of indus- 
trial executives has been invited to be present at the speakers’ 
table. Invitations have also been presented to all executives of 
firms whose traffic men are members of the club. Geo. H. Weiss, 
shipping editor of the Chicago Journal of Commerce, at the 
Junior Traffic Club Open Forum, at the Palmer House, January 
18, at 7:00 p. m. 





Cc. A. Stevenot, general agent and district manager, Re- 
public Carloading and Distributing Company, Inc., has been 


elected president of the Portland, Ore., 
Transportation club. Other officers are: 
Vice-President—C. T. Kathrens, Traffic 
Manager, Montgomery-Ward Co.; Sec- 
retary—C. W. Laird, District Freight 
Agent, Canadian Pacific Ry.-Soo Line; 
Treasurer—H. R. McNally, Traveling 
Freight and Passenger Agent, Santa Fe 
Ry.; Directors for two years—H. K. 
Cherry, Chief Northern Section, For- 
eign Economic Administration; J. A. 
Larpenteur, Manager, Interstate 
Freight Lines Inc.; E. K. Sweet, Office 
Manager, Lee & Eastes; R. H. Westen- 
berg, Asst. General Freight Agent, 
Green Bay & Western RR.; Directors, 
1944-1945—L. S. Stout, Manager, Spo- 
kane-Pacific Line; Leland Smith, Traf- 
fic Manager, Willamette Iron & Steel 
Co. Mr. Stevenot was born in Brook- 
lyn, N. Y. He had nine years service in the U. S. Navy from 
beginning just prior to World War I. After that he operated 
a commercial traffic bureau, at the same time being engaged 
as owner and operator of a truck line, in Southern California. 
He later represented a forwarding company in various parts of 
California, eventually arriving in Portland in 1942. He became 
an active member of the Portland Transportation Club in 1944, 
as chairman of membership, increasing the membership almost 
100 per cent from 137 to 231 paid-up members. He was chair- 
man of the 1944 Christmas committee, raising $138.00 to provide 
telephone calls home for veterans of the war who were patients 
at the Barnes General Hospital at Vancouver. He has been in 
his present position for the last year. 








E. H. Granse, the new president of the Fargo, N. Dak., 
Traffic Club, was born in St. Paul, Minnesota, June 10, 1912, He 
was graduated from Cretin Military 
High School in 1929, worked as a ship- 
ping clerk for two and a half years, 
and then took a position with the 
Omaha Railroad of St. Paul. In 1934 
he went to the Acme Fast Freight at 
St. Paul, staying there until March, 
1936, when he took a position with 
Midnite Express, Inc., Fargo, North 
Dakota. In the fall of 1936 he was 
transferred to Grand Forks, North 
Dakota, as Grand Forks division man- 
ager and served in that capacity until 
March 1, 1941, at which time he was 
transferred to Fargo, North Dakota as 
sales manager. In March, 1942, he was 
appointed assistant to the president of 
this company, which position he held 
until November 1, 1944, at which time 
the federal government seized the properties and he was put in 
charge as general manager under the federal operating manager. 








A traffic study course, starting January 8, is being spon- 
sored by the Greater Muskegon Traffic Club of Muskegon, 
Michigan. This course, to be conducted by resident traffic man- 
agers, will be offered to all persons handling the shipping and 
receiving of freight, both industrial and carrier personnel. It 
will be on a lecture discussion basis and meetings will be held 
every other Monday evening. It is the club’s opinion that a pro- 
gram of this nature will be of great benefit to those attending 
the classes as well as to the concerns they represent. The com- 
mittee in charge of the course is composed of the officers of the 
club: D. De Glopper, president, traffic manager, Central Paper 
Company; I. Hansen, vice-president, Browne-Morse Company; 
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J. Thiesen, treasurer, general manager, American Store Equip- 
ment; C. V. Johnson, secretary, traffic manager, Continental 
Motors Corporation, and L. A. Krier, chairman of the board, 
traffic manager, Norge Corporation. 


The Traffie Manager’s Job 


“The ammunition to Leyte, the tanks to Aachen, the pier 
foundations to invaded beach-heads at precisely the moment 
needed . .. that is the responsibility of the military traffic man- 
ager ... but what about our civilian traffic manager? How 
does he fit into America’s productive economy ?” says the Lacka- 
wanna and Lehigh Warehouse. 


“It’s no small job, that of traffic manager, often unpub- 
licized, often minimized, often misunderstood. 

“Let us consider, first, the magnitude of our post-war dis- 
tribution problems of production and concomitant facilities. We 
all agree there will be plenty of new designs and new tech- 
niques. Innumerable have been war-tried and war-approved. 
But comparatively underestimated remains the task of the 
traffic manager to provide the channels and the means for a 
fast, flawless, and steady flow of goods to markets opened by 
good production managers, advertising managers, and sales 
managers. Statistics indicate that, of the consumer’s dollar, 
less than 50 per cent is spent for the production of an article 
and over 50 per cent for its distribution from place of manu- 
facture to final consumer. 

“Post-war production will require: working space. The fin- 
ished product must be moved on to the endless belt of distribu- 
tion. It is up to the traffic manager to clear essential manufac- 
turing space of completed production. He is the preventor of 
bottle-necks, the organizer of the distribution team that aims 
to get to first base and speed on to home plate with the most 
consumer runs. 

“We believe that the traffic manager will prove to be one 
of the key men of post-war industry. The pace of post-war 
business is certain to be accelerated and he will have to make 
decisions about the new methods of distribution learned through 
winning wartime experiences. He will have the choice of new 
channels and types of transport—as, for example, air cargo. 
He will have to meet unprecedented public demands for mer- 
chandise that must be at its destination quickly, promptly. 
safely. He will have to know how to clear the decks for 
production, how to store the surplus for speedy but protected 
delivery. 


“The production manager keeps the merchandise rolling 
off the assembly lines. The advertising manager whets the 
public’s interest in his product. The sales manager gets it 
sold to the retailer. Then, at this vital juncture, the point of 
sale, the traffic manager steps in. It is up to him to have the 
product on nationwide retailers’ counters the instant there is 
a demand for it. Otherwise, the efforts of all the others within 
his organization are impaired. 


“Modern warehousing and distribution are today an in- 
dispensable cog in the wheel of industry. This is recognized 
by the chain stores, who allot 5 per cent of their budgets to 
this aspect of their business. And with the current lowering 
of the costs of distribution, the alert manufacturer is realizing 
that selling prices can be decreased and, thus, sales increased 
by following the advice of the traffic manager of specialized 
training, the doctor of distribution. 


TAXES AND TRANSPORTATION 

Federal taxes on amounts paid for transportation of prop- 
erty yielded $17,524,975.96 in November as against $17,671,- 
151.53 in November, 1943, according to the monthly statement 
issued by the Bureau of Internal Revenue. Taxes on amounts 
paid for the transportation of persons yielded $19,885,130.03 
as against $11,965,735.29 in November, 1943. 

The tax on transportation of oil by pipeline yielded $1,328,- 
638.38 as against $976,549.87 in November, 1943. 

The tax on gasoline sales yielded $33,114,838.30 as against 
$23,575,562.79 in November, 1943. 

The motor vehicle use tax yielded $571,063.44 as against 
$633,085.51 in November, 1943. 

Employment taxes by carriers totaled $35,527,550.91 in 
November as against $28,640,668.98 in November, 1943. 


TAX RELIEF FOR SHIP OWNERS 
President Roosevelt signed H. R. 4968, an act to amend 
section 511 (c) of the merchant marine act, 1936, as amended, 
relative to deposit of vessel proceeds received from the United 
States in connection with tax-exempt ship construction funds 
(see Traffic World, December 23). 
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Personal Notes 


The Southern Railway announces the following appoint- 
ments: William H. Russell, assistant general freight agent; 
Marion M. Boyle, division freight agent; Robert E. Smith, 
district freight agent; Jerry L. Townshend, district freight 
agent; John W. Cook, commercial agent; James H. Kelly, com- 
mercial agent; Charles C. Bostwick, freight traffic representa- 
tive. Effective January 1, after forty-three years of service, 
Paul A. Wright, general agent at Savannah, Georgia, will retire. 
Virgil T. Ivie is appointed general agent, freight and passenger 
departments, to succeed him. J. J. Hubbard, commercial agent 
at Richmond, Va., will be promoted to district freight agent 
at Boston, Mass. 

The appointment of Harry E. Benson as assistant freight 
traffic manager of the Soo Line, with headquarters at Minne- 
apolis, effective January 1st, is announced. He has served as 
general freight agent and in his new position will have charge 
of solicitation in off-line territory. Other Soo Line R. R. ap- 
pointments are: R. F. Berndt, assistant to general traffic man- 
ager with headquarters at Minneapolis. Mr. Berndt has been 
serving as chief clerk in the office of general traffic manager. 
G. K. Reid, general freight agent with jurisdiction over rates 
and headquarters at Minneapolis, where he has served as as- 
sistant general freight agent. H. J. McKenna and B. R. Dolphin 
are appointed assistant general freight agents, handling rates 
and divisions, respectively, with headquarters at Minneapolis. 
E. N. Phelps who has been serving as district freight agent 
at St. Paul is appojnted assistant general freight agent with 
offices at St. Paul, the position of district freight agent being 
abolished. Ben G. Spears is appointed assistant general freight 
agent at Duluth, Minn., and the position of district freight 
agent formerly held by him is abolished. Wm. C. Giese is 
appointed assistant general freight agent at Milwaukee, and the 
position of general agent is abolished. A. T. Peterson who has 
served as general agent at Minot, N. D., is appointed division 
freight agent at Minneapolis—vice G. W. Hawes who is re- 
tiring under pension rules December 31 when he will have 
completed 50 years of service with the Soo Line. H. W. Mon- 
son, formerly general agent at Thief River Falls, Minn., is 
being promoted to general agent at Minot, N. D., filling the 
vacancy caused by Mr. Peterson’s promotion, and J. S. McGogy, 
formerly traveling freight agent at Minot, is being promoted 
to general agent at Thief River Falls. R. F. Ronnan, formerly 
district freight agent, is being promoted to division freight 
agent with headquarters at Minneapolis, the position of district 
freight agent being abolished. C. O. Norwick is appointed dis- 
trict freight agent at Eau Claire, Wis., and the position of 
general agent is abolished. A. T. Erickson, general passenger 
agent, announces the appointment of James W. Lydon as 
assistant general passenger agent with headquarters at Minne- 
apolis, and the promotion of O. A. Roedell to the position of 
manager, baggage, milk and dairy traffic, Minneapolis. G. E. 
Forrest is appointed general agent with headquarters at Chi- 
cago. J. W. O’Gara is appointed commercial agent with head- 
quarters at Chicago. 

On December 16, a luncheon was given in honor of John 
J. MacEwen, traveling freight agent of the Canadian Pacific 
Railway, who is retiring January 1 after 25 years of service. 

The General Agents Council of Boston, Mass., held its 
annual meeting December 18. W. J. Fillingim, general traffic 
agent of the N. Y. N. H. & H. R. R., of Boston, was elected 
chairman. Other officers elected are: Vice Chairman, G. F. 
LeDuc, General Agent, B. & M. R. R.; Treasurer, E. M. Wood- 
worth, G. A., C. & G. W. R. R.; Secretary, J. E. Campbell, 
G. A., Erie R. R.; Delegate-at-large, F. P. Soen, Asst. Coal 
F. A., N. Y. C. R. R., all of Boston. The retiring chairman, F. A. 
Haas, G. A., C. & N. W. R. R., got a vote of thanks. 


The Chicago Regional Chapter of the Association of Inter- 
state Commerce Commission Practitioners has postponed its 
January 5 meeting to January 12 because of a meeting of the 
Executives Club at which R. V. Fletcher, of the Association of 
American Railroads, will be the speaker; and a joint meeting 
of The Traffic Club of Chicago and the Mid-West Shippers’ 
Advisory Board, at which F. G. Gurley, president of the A. T. 
& S. F. Ry., will be the speaker. 

Brawn Sproul has joined the motor trucking firm of Bridge- 
ways, Inc., as vice-president, it is announced by John Bridge, 
Bridgeways’ president. Mr. Sproul was associated with Bridge 
as traffic manager of the Inter-State Motor Freight System 
when Mr. Bridge was chairman of the board of that organiza- 
tion. 

The attendance at the December 18 meeting of the Pitts- 
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burg Region Chapter of the Association of I..C. C. Practitioners 
was so small, on account of a snow storm, that the discussion 
by Charles Donley of the administrative procedure bills was 
postponed until the next meeting. 

J. W. Stevens is appointed executive assistant and comp- 
troller, C. M. St. P. and P., effective January 1. 

P. E. Johnson is appointed general agent, C. G. W. at Spo- 
kane, succeeding J. S. Coward, promoted. 

C. H. Gilbert has been made commercial agent, K. C. S. 
and La. and Ark., at Washington, D. C. 

The Minneapolis, St. Paul, and S. Ste. Marie announce the 
following appointments: G. K. Reid, general freight agent— 
rates; H. J. McKenna, assistant general freight agent—rates; 
B. R. Dolphin, assistant general freight agent—divisions; E. N. 
Phelps, assistant general freight agent, St. Paul, and B. G. 
Spears, assistant general freight agent, Duluth—the position of 
district freight agent being abolished; W. C. Giese, assistant 
general freight agent, Milwaukee—the position of general agent 
being abolished; G. E. Forrest, general agent at Chicago; J. W. 
O’Gara, commercial agent at Chicago; J. W. Lydon, assistant 
general passenger agent at Minneapolis; O. A. Roedell, man- 
ager, baggage, milk and dairy traffic, Minneapolis; H. E. Ben- 
son, assistant freight traffic manager—solicitation, Minneapolis; 
R. F. Berndt, assistant to general traffic manager, Minneapolis; 
G. W. Hawes, division freight agent, Minneapolis, will retire 
December 31; A. T. Peterson is appointed division freight agent, 
Minneapolis, Minn., vice Mr. Hawes; H. W. Monson is appointed 
general agent at Minot, North Dakota, vice Mr. Peterson; J. S. 
McGogy is appointed general agent at Thief River Falls, Minn., 
vice Mr. Monson, promoted; R. F. Ronnan is appointed division 
freight agent at Minneapolis, Minn.—the position of district 
freight agent being abolished; C. O. Norwick is appointed dis- 
trict freight agent at Eau Claire, Wis.—the position of general 
agent being abolished. 

Effective January 1, Hugh S. Wilson, general agent of the 
Lehigh Valley Railroad at Chicago, is appointed assistant gen- 
eral freight agent at Detroit, Michigan. G. B. Peterson, general 
agent at Indianapolis, goes to Chicago as general agent, and 
M. J. Vandewalker, general agent at Cincinnati, succeeds Mr. 
Peterson at Indianapolis. 


G. E. Durham has been appointed assistant vice president, 
Wheeling and Lake Erie, reporting to the executive vice presi- 
dent and general manager. J. O. Hill is appointed superin- 
tendent motive power and cars, Brewster, Ohio, and R. J. 
Snyder, assistant. 

George H. Dumas has been elected a member of the West- 
ern Classification Committee, succeeding Mr. W. E. Prender- 
gast, who died. Mr. Dumas started to work for the North 
Western Railway in 1913 at Escanaba, Michigan. Since that 
time he has worked at Houghton and Iron River, Michigan for 
that railroad... He was the North Western’s traveling agent at 
Indianapolis and Chicago, and in 1932 was appointed assistant 
general coal agent; in 1935, general coal agent; in 1938 assist- 
ant general freight agent, and in 1940 general freight agent. 
His home is in Evanston, Illinois. 

Two Chicago veterans of the Pennsylvania Railroad— 
Thomas L. Doyle, assistant to the general manager, and Walter 
K. Bell, resident inspector, test department—will retire from 
active duty on Jan. 1, with a combined service record on the 
Pennsylvania of nearly 97 years. Mr. Bell has 55 years and 
3 months to his credit. Mr. Doyle has served the Pennsylvania 
Railroad for 41 years and 6 months. Fred C. Welch, chief 
clerk to the superintendent of the Grand Rapids division, will 
also retire from active duty after more than 51 years of service. 
Charles H. Tonsing has been appointed chief clerk to Super- 
intendent McKeon, to succeed Mr. Welch. 

A. F. Chrystal, who has been associated with the legal 
department of Moore-McCormack Lines, Inc., for the last nine 
years, has been appointed vice president of that steamship 
company. 

The annual “Tow Boat Night” dinner of the Foreign Com- 
merce Club of New York will be held on January 17 at the 
Hotel Astor. 

Joseph T. Lykes, president of the Lykes Brothers Steam- 
ship Company, Inc., has announced the election of Alexander 
C. Kerr as vice president in charge of the company’s European 
branches and agencies. 

A. J. Wyant has been appointed assistant general freight 
agent, A. C. and Y., at Pittsburg. 

Announcement is made by B. W. Keese, chief engineer of 
the Wisconsin Axle Division of the Timken-Detroit Axle Com- 
pany, of the appointment of Charles A. Cook as his assistant 
in charge of transmission design. 

F. D. Burroughs has been elected chairman of the Trans 
Continental Freight Bureau, succeeding J. G. Stubbs, retired 
at his own request. E. C. Pierre and M. F. Edbrooke become 
members of the standing rate committee. 

The Delaware and Hudson announces the appointment of 
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Fred Sorbe, general agent, freight department, Pittsburg, suc. 
ceeding Thomas Byers, who died, and Edwin Kite, commercia] 
agent, Philadelphia, succeeding Mr. Sorbe. 

The Fifth Wheel Club, a social organization of Michigan 
trucking executives with clubrooms in the Fort Shelby hotel, 
Detroit, announces its board of directors for 1945: Abner Dayis 
(Highland Oil Corp.) ; Frank Blunden (Kramer Brothers Freight 
Lines); Earl Winters (Trucking, Inc.); Frank Ronowsk 
(Greater Detroit Cartage Association); Ray Williams. 

Robert W. Poteet, traffic manager of the Stanley Work; 
for the last 34 years will retire January 1 to be succeeded by 
James M. Stuart who has been his chief assistant for the last 
20 years. 















VEHICLE AND HIGHWAY ENGINEERS 


Speaking before transportation groups the past few weeks, 
L. C. Allman, vice president, Fruehauf Trailer Company says: 
“There are two groups of outstanding engineers in America who 
really should get together—at least more often. These are the 
automotive engineers who design our motor vehicles and the 
highway engineers who design our roads. 

“There is no doubt but, by closer contact, each of these 
groups could do a great deal to make life more pleasant for the 
other and incidentally render a real public service. However, 
in all of the discussions we have read, we find little or nothing 
which indicates a meeting of the minds of these two important 
groups. On many occasions we have noted rather pointed opin. 
ions on highways entertained by motor vehicle engineers and, 
on the other hand, opinions which are just as pointed on motor 
vehicle design and construction, held by members of the road 
building profession. 

“All of this brings to mind the suggestion that a_ joint 
engineering conference between the two engineering bodies 
might well bring forth results of tremendous importance. 

_ “Certainly, a wonderful agenda could be prepared on 
weight distribution, load and length laws, highway width, 
speed control, bridge requirements, and a number of other 
vital subjects. A thorough joint discussion of these and other 
subjects should point the way toward vehicles more suited for 
our roads, roads which permit full advantage to be taken of 
advanced automotive engineering and, above all, more efficient 
motor transport to serve America.” 

































FRISCO IMPROVEMENT BUDGET 


The trustees of the St. Louis-San Francisco Railway Com- 
pany have been authorized by the U. S. District Court to 
spend $2,911,907 for additions and betterments to the railroad 
property in 1945. Total cost of Frisco’s 1945 improvement 
budget is $4,789,580, of which $2,911,907 is chargeable to addi- 
tions and betterments after deduction of salvage, retirement 
and operating expenses. An additional sum of $103,249 will be 
expended for Frisco Lines of Texas to bring the 1945 improve- 
ment budget to $4,892,829. Roadway improvements for 1945 
total $3,310,936 including $993,941 for new rail and other track 
material; $705,673 for additional main tracks; $494,126 for 
bridges, trestles and culverts; and $453,440 for signals and 
interlockers. The budget also calls for $1,478,644 for mechan- 
ical improvements including $283,543 for increasing efficiency 
of locomotives, $846,798 for improvements to freight cars and 
$272,378 for modernization of passenger cars. The budget in- 
cludes provision for 69 miles of new rail; construction of 
three miles of new track near Hancock, Mo., to reduce steep 
grades; streamlining 10 passenger cars; conversion of seven 
locomotives from coal to oil; installation of 126 miles of auto- 
matic block signals between Wetumka and Staley, Okla., and 
equipping 2,740 freight cars with new AB brakes. The pro- 
posed construction near Hancock will reduce maximum grade 
from 1.75 per cent to .8 per cent. Cost of this work is esti- 
mated at $705,673. ‘ 


NORFOLK AND WESTERN IMPROVEMENTS 


Extensive improvements are being made at the William: 
son, W. Va., engine terminal of the Norfolk and Western Rail- 
way in order to help speed wartime traffic by increasing the 
availability of locomotives for hauling troops, munitions, wa! 
equipment, bituminous coal and other vital traffic. It is est 
mated that the improvements will save 38 locomotive days pe 
month or 456 per year. 

The project includes the retirement of several buildings 
and their replacement with structures and equipment of the 
most modern design. New buildings and facilities will include: 
a modern, brick and glass block engine service building, 60 feet 
by 165 feet, with two 135-foot inspection pits; a three-track 
concrete engine washing platform, 140 feet long, combined with 
ash handling facilities which will serve six tracks; an improve 
track layout; four standpipes with necessary piping; a shelte! 
house, 10 feet by 15 feet; two ice houses, 15 by 20 feet, and 4 
concrete roadway, 12 feet wide and 1,200 feet long. 
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Books on Freight Traffic 


industrial Traffic Management, by G. Lloyd Wilson 


335 pages covering training, shipping, receiving, management 
of equipment, rates, adjustments, tariffs, routing, tracing, ex- 
eee claims, express, parcel post, foreign trade, procedure 
efore commissions, federal regulation. Two volumes—Cloth 
bound, $1.50 each—Two volumes $3.00. 


Principles of Freight Traffic, by G. Lloyd Wilson 


Railroad freight traffic departments, rules of freight classifica- 
tion, rate making, tariff construction and interpretation, rate 
structures, and export and import rates. 160 pages, cloth 
bound, $1.50. 


Selling Highway Freight Transportation, by Charles E. Parks 


Shipping motives, sales resistance and how to meet it, sug- 
ested techniques for personal solicitation, and profitable fields 
or selling. 70 pages, cloth bound, $1.00. 


The Principles of Water Transportation, by G. Lloyd Wilson 


Development and organization of water transportation, ports, 
port charges, freight forwarding, brokerage, documents pro- 
cedure, freight classification, rates, passenger, mail, express 
services, government aid, regulations, policies of leading mari- 
time nations. 107 pages, paper cover, 50 cents. 


Selling Railroad Transportation, by Charles E. Parks 
Selling methods, qualifications of railroad salesman, what he 
should know, four groups of prospects, buying motives, analy- 
sis of buying process. 71 pages, paper cover, 50 cents. 


Motor Freight Transportation and Regulation, by G. Lloyd Wilson 


Development, types, local and intercity services, freight classi- 
fications rates, regulations tariffs, schedules, bills of lading, 
shipping documents, liability insurance, accounting. 168 pages, 
cloth bound, $1.50. 


Air Transportation and Regulation, by G. Lloyd Wilson 
70 page, paper cover booklet. Air mail, air express, passenger 
services, regulations. 50 cents. 

Traffic Law, by G. Lloyd Wilson 


Duties and liability of carriers, special rates, rebates, claims, 


embargoes, freight pooling, payments. 70 pages, paper cover, 
50 cents. 

























52 TRAFFIC LESSONS 


on Fundamentals of Freight Traffic, by G. Lloyd Wilson 
in 4 Parts—$1.50 Each—Set of 4, $5.00 


Part 1—Freight Classification and Rate Making 


Carrier traffic management—functions and organization, traffic 

yg territorial subdivisions, principles and rules of 
—— classification and rate making, rate structure, rate 
making machinery, tariff construction and _ interpretation. 
Cloth bound, 160 pages, $1.50. 


Part 2—Railroad-Freight Rate Structure 


The freight rate structure of each territorial subdivision, 
interterritorial rate structure, rail-water rates, and import and 
export railroad rates. Cloth bound, 208 pages, $1.50. 


Part 3—Miscellaneous Transportation and Rates 


Covers freight rates and services of all types of transportation 
other than railroads—Motor Carriers—Water Carriers—Freight 
Forwarders—Air Lines—Express Companies—Pipe Lines—Pri- 
vate Freight Cars. Cloth bound, 151 pages, $1.50. 


Part 4—Freight Shipping Documents, Routing and Claims 


Includes chapters on Shipping Documents—Routing, Tracing 
and Expediting—Loss, Damage, Delay Claims and Overcharge 
Claims—Concealed Loss and Damage Claims—Reparation— 
Procedure before Committees and Regulatory Commissions. 
Cloth bound, 166 pages, $1.50. 


TRAFFIC LAW AND PROCEDURE—By G. Lloyd Wilson 


in 3 Parts—$2.00 Each—Set of 3, $5.00 
Part 1—Services 


Transportation act and all amendments; the status, duties and 
obligations of carriers; the rights and privileges of shippers; 
ear service; distribution of cars; pooling; switching connec- 
tions; transit services and privileges; terminal facilities and 
services; embargoes; demurrage; the commodities clause; 
penalties and damages, etc. Cloth bound, 208 pages, $2.00. 


Part 2—Rates 


Undue preference and prejudice, special rates, rebates, Inter- 
state and Intrastate rates, unreasonableness, fourth section, 
rate making, valuation, free and reduced rates, allowances, 
tariff publication and construction, routing, misrouting, joint 
rates, collection, payments, guarantee, liability, loss, damage 
and delay claims, overcharge, undercharge, reparation, ac- 
counts, records, securities. 287 pages, cloth bound, $2.00. 


Part 3—Procedure 


Powers and jurisdiction of I.C.C., informal, modified, short- 
ened and formal procedure before I.C.C., investigations, sus- 
pensions, testimony, evidence, pleadings, service, reports, 
orders, administrative functions, court reviews, practitioners 
ethics, practice before M. C. Cloth bound, $2.00. 


All books shipped postpaid. If ten or more books are ordered at one 
time, deduct 10% from Iist price. Send remittance with order to 
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418 South Market St. 
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Digest of New Complaints 





No. 29237, Morton Salt Co., Chicago, Ill., vs. Port Huron & Detroit 
Railroad Co. et al. 


Alleges present tariff of P. H. & D. fails properly to define Port 
Huron, Mich., switching limits of its railroad, in violation of sec. 
tion 6. Asks cease and desist order and clarification of tariff to 


include complainant’s plant. (Ralph Merriam, 19 S. LaSalle St., 
Chicago, Ill.) 


SHIP CONFERENCE AGREEMENT 


The Maritime Commission has announced the filing with it 
of a modification of the agreement of the Gulf & South Atlantic 
Steamship Conference, covering transportation of cargo from 
U. S. south Atlantic and Gulf ports to Havana, Cuba, so as to 
permit participation of Lykes Bros. Steamship Co., Inc., as a 
regular member in the conference. Present members are: Sea- 
train Lines, Inc.; Seatrain Management Corporation; Standard 
Fruit & Steamship Co., and United Fruit Co. The modified 
agreement also proposes cancellation of an existing associate 
membership agreement between the conference members and 
Lykes Bros. Steamship Co., Inc. 


LARGE FLOATING DERRICK 


The floating derrick Paul Bunyan, the hull of which has 
been launched at Muskegon, Mich., will be the largest vessel of 
its kind constructed on the Great Lakes, according to the Chief 
of Engineers of the U. S. Army. 

Designed primarily for handling the massive gates of the 
navigation locks at Saint Mary’s Falls Canal but also for use 
in wrecking operations, the derrick has a capacity of 250 tons 
on a vertical lift, and 100 tons at a radius of 53 feet. The aux- 
iliary hoist has a capacity of 45 tons at 67 feet radius. 

The hull dimensions are as following: Length, 150 feet, 
beam, 65 feet and depth, 12 feet 6 inches. The hull, deck house 
and operating house are constructed of steel, welded throughout. 
The hull is of longitudinal design with transverse bulkhead and 
trusses arranged to support the heavy machinery required for 
operation of the boom under its test load of 705,000 pounds. 

The derrick was named after Paul Bunyan, the legendary 
giant lumberjack of northwoods folklore. It is being constructed 
by the Wiley Equipment Co., of Port Deposit, Md., under the 


supervision of Colonel Clarence Renshaw, district engineer at 
Philadelphia. 


W. S. A. FORWARDING ORDER 


The War Shipping Administration has issued its general 
order 47, part 301, general regulations, forwarding contracts, 
prescribing the forms of contract by which the W. S. A. admin- 
istrator will enter into contracts with forwarding organizations 
for the handling of general cargo as distinguished from bulk 
and other cargo covered in sections 301.51 to 301.57, inclusive 


general order 38), and any future amendments or supplements 
thereto. 


W. S. A. DEMURRAGE RATES 


In its rate order No. 299, demurrage rates—bulk dry car- 
goes, the War Shipping Administration has authorized the fol- 
lowing rates of demurrage, varying with size of vessel, to be 
applied in connection with bulk dry cargoes transported under 
charter terms and conditions in vessels operated for account of 
the War Shipping Administration, which shall become effective 
on loadings completed on and after December 20, for each day 
of 24 hours and pro rata for part of a day: 


From 1,000 to 1,499 deadweight tons, $500; from 1,500 to 1,999 dead- 
weight tons, $600; from 2,000 to 2,499 deadweight tons, $700; from 
2,500 to 2,999 deadweight tons, $800; from 3,000 to 3,499 deadweight 
tons, $900; from 3,500 to 3,999 deadweight tons, $1,000; from 4,000 to 
4,999 deadweight tons, $1,100; from 5,000 to 5,999 deadweight tons, 
$1,200; from 6,000 to 6,999 deadweight tons, $1,300; from 7,000 to 7,999 
deadweight tons, $1,400; from 8,000 to 8,999 deadweight tons, $1,500; 
from 9,000 to 9,999 deadweight tons, $1,600; from 10,000 to 19,999 dead- 
weight tons, $1,900; and 20,000 deadweight tons and over, $2,900. 


Rate order No. 175 has been cancelled. 


ALASKA RAIL EMPLOYES PAY 


President Roosevelt signed H. R. 4709, an act to authorize 
increases in wages for certain employes of the Alaska Rail- 
road for services rendered from May 1, 1943, to September 30, 
1943, inclusive. 
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Docket of the Commission 





NOTE—Items in the docket marked with an asterisk (*) have been 
added since the last issue of THE TRAFFIC WoRLD. New assignments 
now on the Commission’s docket of dates later than herein shown 
will not bear asterisks when they do appear. Current cancellations 
and postponements announced too late to show the change in this 
docket will be noted elsewhere. 


January 3—Washington, D. C.—Director Sweet and Devoe: 
Finance 14775—B. & O., debt adjustment. 
January 4—Washington, D. C.—Argument: 
1. & S. 4718—Grain proportionals, ex-barge to official territory. 
28731—Coast Transportation Co., Inc., et al., vs. Aberdeen and Rock- 
fish, et al. 


January 9—Birmingham, Ala.—Thomas Jefferson Hotel—Examiner Yarda- 


ley: 
MC 11207, Sub. 47—Deaton Truck Lines, Inc., Birmingham, Ala., cer- 
tificate to extend operations. 
January 9—Brooklyn, N. Y.—Hotel St. George—Examiner Walsh: 
Finance 10008—St. L. S. F., reorganization, hearing on maximum 
limits for allowances of compensation for services and reimburse- 
ment of expenses. 
January 9—St. Paul, Minn.—State Comm.—Examiner Riegner: 
MC 43475—Glendenning Motorways, Inc., St. Paul, Minn. 
January 9—Washington, D. C.—Examiner Way: 
29202—-Potash Co. of America et al.—vs. Aberdeen and Rockfish et al. 
January 10—Pittsburgh, Pa.—Hotel Roosevelt—Examiner Parker: 
MC 405—Michael and Girard, Uniontown, Pa. 
January 10—San Francisco, Calif.—P. O. Bldg.—Jt. Bd. 75: 
* MC 78786, Sub 152—Pacific Motor Trucking Co., San Francisco, Calif., 
certificate to extend operations. 
January 10—Washington, D. C.—Argument: 
1. & S. 5283 and ist Sup.—aAll freight, north Atlantic ports to south. 
January 10—Washington, D. C.—Examiner Cheseldine: 
Fourth Section Appl. 21021—Ferro-Chrome from and to points in official 
territory. 
January 11—Buffalo, N. Y.—Hotel Buffalo—Examiner Carpenter: 
MC 18254, Sub. 3—Buffalo Storage and Carting Co., Buffalo, N. Y. 
January 11—Cleveland, O.—Fed. Bldg.—Jt. Bd. 117: 
MC 66562, Subs. 582 and 583—Railway Express Agency, Inc., New 
York, N. Y., certificate to extend operations. 
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January 11—Spartanburg, S. C.—Chamber of Commerce—Jt. Bd. 2: 
MC 17820 Sub. 11—Carolina Stages, Spartanburg, S. C., certificate to 
extend operations. 
MC 14486, Sub. 11—Carolina Scenic Coach Lines, Spartanburg, S. C,, 
certificate to extend operations. 
MC 61598, Sub. 24—Smoky Mountain Trailways, Asheville, N. C., cer. 
tificate to extend operations. 
January 11—Washington, D. C.—Argument: 
28989—Illinois Territory Industrial Traffic League vs. Un. Pac. et al, 
January 11—Washington, D. C.—Examiner Lawton: 
1. & S. M-2486—Elimination of participation. 
January 12—Buffalo, N. Y.—Hotel Buffalo—Jt. Bd. 330: 
MC 105324—E. S. Dolski, Jr., Dunkirk, N. Y., certificate. 
January 12—Cleveland, O.—Fed. Bldg.—Jt. Bd. 117: 
MC 66562, Sub. 588—Railway Express Agency, Inc., New York, N. Y., 
certificate to extend operations. 
January 12—St. Paul, Minn.—Hotel Lowry—Examiner Way: 
1. & S. 5319—Terminal Allowance at Minnesota Transfer. 
January 13—Binghamton, N. Y.—U. S. Ct.—Examiner Carpenter: 
MC 87964, Sub. 3—Benson Bros., Susquehanna, Pa., certificate to ex. 
tend operations. 
January 13—Cleveland, O.—Fed. Bldg.—Jt. Bd. 117: 
MC 66562, Sub. 589—Railway Express Agency, Inc., New York, N. Y., 
certificate to extend operations. 
January 15—Boise, Idaho—State Comm.—Examiner Linn: 
MC 105334—Tennyson Transfer & Storage Co., Boise, Idaho, certificate, 


January 15—Brooklyn, N. Y.—Hotel St. George—Examiner Joyner: 
MC 104486, Sub. 7—Oil-Ways Co., Nutley, N. J., permit. 

January 15—Brooklyn, N. Y.—Hotel St. George—Examiner Jewell: 
Finance 9918—Mo. Pac., reorganization. 

January 15—Detroit, Mich.—Hotel Fort Shelby—Examiner Parker: 

MC 2765, Sub. 10—Square Deal Cartage Co., Detroit, Mich., certif- 
cate to extend operations. 

January 15—Detroit, Mich.—Hotel Fort Shelby—Examiner Parker: 

* MC 4405, Sub. 129—Dealer’s Transport Co., Chicago, Ill., certificate 

to extend operations. 

January 15—Minneapolis, Minn.—Nicollet Hotel—Examiner Way: 
FF-69—Midwest Dairy Despatch, No. Minneapolis, Minn., permit. 
FF-94—Northwest Dairy Forwarding Co., Duluth, Minn., permit. 

January 15—Philadelphia, Pa.—U. S. C.—Examiner Clifford: 

* MC-F 2591—H. H. West, purchase, G. C. Frey, Jr., and W. M. Powell. 

January 15—Washington, D. C.—Argument: 

28775—E. R. Blackinton & Son Canning Co. et al vs. Alton et al. 
29113—-Standard Oil Co. vs. P. & L. E. et al. 

January 15—Washington, D. C.—Examiner Naefe: 

MC-C 442—Released ratings and rates on engines. 
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two points. Phone, write for details 


AGENT-MEMBER: ALLIED VAN LINES, INC. 


NEPIVNE 


ATVRAGE 


NEW ROCHELLE, N. Y. 
PHONE: FORDHAM 4-5900 


Now, More Than Ever- 
“A SERVICE INSTITUTION’ 
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ALCOA STEAMSHIP COMPANY, INC. 
240 Conway Bldg., Chicago Randolph 4730 
NORFOLE, VA.: 621 Citizens Bank Bldg. 
BALTIMORE, MD.: 710 Garrett Bldg. 
NEW ORLEANS, LA.: 1512 Amer. Bank Bidg. 
MOBILE, ALA.: 500 North Commerce 8t. 
NEW YORK, N. Y.: 17 Battery Place 
MONTREAL, CAN.: 276 St. James St. West 


We are now giving absolute priority 


to cargoes for the war effort—com- 


MISSOURI 
PACIFIC — 
hia 


mercial cargo can be handled when 


not interfering with war cargo—per- 


: 1" r 
ins eo 


oSHIPPER 


mits must be secured in all cases. 


Port of Tacoma 


P. ©. Box 1612 
TACOMA 








Cable “Portacoma™ 


Oe WASHINGTON 


FASTER — DIRECT — L.C.L. — RAIL SERVICE 
TO: TEXAS, LOUISIANA, MEXICO, ST. LOUIS MO. 


7 
Pick Up and Store Door Delivery included at rates 
no higher than rail. 


PREMIER CARLOADING CORP. 


90 WEST ST., N. Y. 6, N. Y. - CORTLAND 7-3812 
Offices and Agencies in Principal Cities 








Dispatch and cooperation with all 
who use our terminal is constantly 


before us. 








SERVING 
IMPORTANT 
GATEWAYS 


COUNCIL BLUFFS (OMAHA) 


KANSAS CITY 
MINNESOTA TRANSFER —" 


Chicago Great Western Railway 
The Corn Belt Route 


Wear Bends 
wee 


Stamps 









A load on a 


is a load off. 
your mind! 






HIGHWAY TRAILER COMPANY 
EDGERTON, WISCONSIN 


DAWN of a New Era 





A New Year... A New Hope in the thoughts 
of all peace-loving peoples is rampant in 
the world today. The Hope that “forty-five” 
will bring a lasting, understanding peace to 
all peoples for all years to come. 


DIVISION OF POPE 
AND TALBOT, INC. 





STEAMSHIP 


COMPANY 


Yoya ISLAND LINES 


ONE OF AMERICA’S RAILROADS—ALL UNITED FOR VICTORY 








TRAFFIC WORLD 


January 15—Washington, D. C.—Examiner Weems: 
Ex Parte 72, Sub. 1—Subordinate officials of Western Fruit Express 
Co., Fruit Growers Express, and Burlington Refrigerator Express 
Co. 


January 16—Boise, Idaho—State Comm.—ZJt. Bd. 49: 
MC 52334, Sub. 2—Boise-Winnemucca Stages, Boise, Idaho, certificate 
to extend operations. 
MC 105281—Whitmore Transportation Service, Boise, Idaho, certificate, 


January 16— Brooklyn, N. Y.—Hotel St. George—Examiner Carpenter; 
MC 82477—State Film Service, New York, N. Y. 
MC 82477, Sub.1—State Film Service, New York, N. Y. 


January 16—Columbus, 0.—State Comm.—Jt. Bds. 60, 27, and 117: 
MC 19201, Subs. 34, 35, 36, 37, 42, and 43—Pennsylvania Truck Lines, 
Inc., Pittsburgh, Pa. 
MC 19201, Sub. 39—Pennsylvania Truck Lines, Inc., Pittsburgh, Pa,, 
Certificate to extend operations. 


January 16—Detroit, Mich.—Hotel Fort Shelby—Jt. Bd. 76: 
MC 66562, Sub. 592—Railway Express Agency, Inc., New York, N. Y., 
certificate to extend operations. 


January 16—Fort Worth, Tex.—Hotel Texas—Examiner Borroughs and 
Jt. Bd. 16: 
MC 59680—Jackson-Strickland Transportation Co., Inc., Houston, Tex, 
MC 59680, Sub. 18—Strickland Transportation Co., Inc., Dallas, Tex., 
certificate to extend operations. 


January 16—Harrisburg, Pa.—State Comm.—Examiner Konigsberg: 
29168—Whiterock Quarries, Inc., vs. P. R. R. et al. 


January 16—Minneapolis, Minn.—Nicollet Hotel—Examiner Way: 
FF-136—Glendenning Forwarding Co., St. Paul, Minn., permit. 
FF-149—Dakota Forwarding, Minneapolis, Minn., permit. 


January 16—Newark, N. J.—State Comm.—Examiner Clifford: 
* MC-F 2619—J. Rollo and R. Nappi, control; Rollo Trucking Corp., 
Inc., Purchase, Northland Petroleum Transport Co. 


January 16—Washington, D. C.—Examiner Kirby: 
29223—Accounting by K. C. S. Ry. in respect of merger of properties 
of T. & Ft. S. Ry. into K. C. S. Ry. 
January 16—Washington, D. C.—Argument: 
29035—-Beacon Milling Co., Inc., vs. A. C. & Y. et al. 
29056—Amos-Thompson Corp. et al. vs. A. G. S. et al. 


January 16—Washington, D. C.—Jt. Bd. 42: 
MC C 441—Ehrlich Newmark Trucking Co., I 
press, Inc. 


January 17—Boise, idaho—State Comm.—Examiner Linn: 
MC 29791, Sub. 5—Shipman Bros. Transfer Co., Twin Falls, Idaho, 
permit to extend operations. 


January 17—Brooklyn, N. Y.—Hotel St. George—Examiner Carpenter: 
MC 16149, Sub. 1—Otiz Trucking Co. and New York Rigging and 
Trucking Co., New York, N. Y. 


January 17—Detroit, Mich.—Hotel Fort Shelby—Examiner Parker: 
MC-C 434—Contract Cartage Co. vs. F. J. Boutell Driveway Co., Inc. 
—— 434, Sub 1—Contract Cartage Co. vs. Central States Transit 

nes. 
MC-C 434, Sub. 2—Automobile Shippers, Inc., vs. F. J. Boutell Drive 
way Co., Inc. 
=— — Sub. 3—Automobile Shippers, Inc., vs. Central States Tran- 
s nes, 


January 17—Fargo, N. D.—U. S. Ct.—Jt. Bds. 219 and 142: 
MC 28132, Sub. 4—Hvidsten Transport, Grafton, N. D. 
= — Sub. 1—Thief River Falls Transport, Thief River Falls, 
nn. 
January 17—Newark, N. J.—State Comm.—Examiner Clifford: 
* MC-F 2612—H. Harrison et al., control; Harrison Motor Freight, 
purchase, Academy Storage & Warehouse, Inc. 
* MC-F 2640—R. C. Stone and L. C. Carter, control; Roy Stone Trans- 
fer Corp., purchase, Academy Storage & Warehouse, Inc. 
* MC-F 2684—A. A. Fogarty, purchase, Acamedy Storage & Ware- 
house,, Inc. 


January 17—Omaha, Neb.—Hotel Fontenelle—Examiner Higgins: 
* MC-F 2615—Ford Van Lines, Inc., purchase, D. P. Lair. 
January 17—Washington, D. C.—Argument: 
Ex Parte 72, Sub. 1—Subordinate officials of Ogden Union Ry. and 
Depot Co. and Union Pacific. 
Ex Parte 104 Part 2—Practices of carriers affecting operating revenue 
and expenses, Terminal Services, Phelps Dodge Corp. 
January 17—Washington, D. C.—Examiner Card: 


MC 88904, Sub. 1—Davis and Sullivan, Indianhead, Md., certificate to 
extend operations. 


January 18—Brooklyn, N. Y.—Hotel St. George—Examiner Konigsberg: 
1. & S. 5324 and 1st Sup.—Switching charges of B. C. R. R. at Buffalo, 
N.Y. 


January 18—Brooklyn, N. Y.—Hotel St. George—Examiner Carpenter: 
MC 17778, Sub. 6—B. & E. Transportation Co., Inc., Secaucus, N. J 
January 18—Chicago, IIl_—Sherman Hotel—Jt. Bd. 13: 
MC 32400, Sub. 1—L. J. Wendt, Chicago, IIll., permit to extend opera: 
tions. 
MC 94884, Sub. 1—W. Rowden, Wooster Lake, Ingleside, Ill. 
January 18—Minneapolis, Minn.—Hotel Nicollet—Examiner Way: 
29179—Montana Dakota Utilities Co. vs. A. T. & S. F. et al. 


January 18—Washington, D. C.—Argument: 

Ex Parte 104 Part 2—Practices of carriers affecting operating revenues 
or expenses, terminal services, Red River Lumber Co., terminal 
allowances. 

Ex Parte 104 Part 2—Practices of carriers affecting operating reve 
nues or expenses, terminal services, Spencer Kellogg and Sons, Inc. 


anuary 19—Brooklyn, N. Y.—Hotel St. George—Examiner — 
MC 2835, Sub. 10—Adirondack Transit Lines, Inc., Kingston, N. 
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Spells F- I- G. HT! 


™ battle before the battle is fought 
on the Railroad front. The movement 
of military traffic comes first, but The 
Milwaukee Road wants to reassure private shippers that it is 
our constant aim to provide for prompt handling of trainloads, 
carloads, or L.C.L. merchandise. Fast schedules... efficient 
terminals. ..modern equipment. ..skilled personnel. 


THE MILWAUKEE ROAD 


11,000-MILE SUPPLY LINE FOR WAR AND HOME FRONTS 











SERVING.2 GREAT PORTS 
> 


N \,, MOBILE 
HOPI als 












GULF MOBILE & OHIO RAILROAD 








Services in 
Washington, D. C., and 


Commercial Zone: 


1. Pool Car Distribution—On B. & O R. R. 
Siding—Economical—Fast—Dependable 


2. Local Cartage 
The Jacobs Transfer Company, Inc. 


Established 1857 
61 Pierce Street, N. E. & Washington 2, D. C. 
Phones: Decatur 7603, District 2412 
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cour vA GALVESTON 


Carchul Handling : 
Quick Dispatch 
GALVESTON WHARVES 


WwW Est. 1854 








Geo. Sealy, Chairman F. W. Parker, General Manager 





Reminder : / ON SHIPMENTS 
TO OR 
FROM MEXICO 








| YOUR ASSURANCE OF SHIPPING 
PACKS-“BOUND TO GET THERE!” 
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January 19—Chicago, IIl.—Sherman Hotel—Examiner Parker: 
1. & S. M-2483—Candy, confectionery, between points in Central States 
January 19—Chicago, I!1.—Sherman Hotel— Jt. Bd. 58: 

MC 69892, Sub. 6—Osborne Trucking Co., Vincennes, Ind., certificate 
to extend operations. 

January 19—Missoula, Mont.—U. S. Ct.—Examiner Linn: 

MC 102649, Sub. 3—Reely’s General Storage & Freight Terminal, Mis- 
soula, Mont., certificate to extend operations. 

January 19—New Salem, N. D.—Fed. Bidg.—Examiner Lyle: 

Finance 14749—Application of Northern Pacific for a certificate (1) 
permitting abandonment of line of railroad extending from New 
Salem to Kurtz, and (2) for authority to construct a line between 
same points, all in. Morton County, N. D. 

January 19—Washington, D. C.—Argument: 

20769—Charges for protective service to perishable freight, protective 
service against cold. 

28375—N. S. Sage vs. Alton et al. 


January 20—Brooklyn, N. Y.—Hotel St. George—Examiner Konigsberg: 
FF 159—Bernstein Service, New York, N. Y., permit. 


January 20—Chicago, IIl.—Sherman Hotel—Examiner Parker: 
MC 104598, Sub. 3—J. Picha, Bradley, Ill., permit. 
January 22—Brooklyn, N. Y.—Hotel St. George—Examiner Konigsberg: 
W-682—Buffalo Barge Towing Corp., revocation of certificate. 
January 22—Brooklyn, N. Y.—Hotel St. George—Examiner Carpenter: 
MC 89301, Sub. 1—Liner’s Express, Newburgh, N. Y., certificate to 
extend operations. . 


Classified der 


The only weekly market place in print covering the entire field of transportation and 
distribution for those who have services, materials, equipment, etc., to buy or sell. 
(Reader ads —$1.00 a line, minimum 3 lines. Classified display —$15 a colama inch.) 

. ime, 13 time, 26 time.Classified display discount rates 











1. C. C. PRACTITIONERS. The only practical, authentic I. C. law 
course available by mail. Restricted to Attorneys, Practitioners or those 
qualified to prepare for practice. Includes Freight Forwarder Act. 
COLLEGE OF ADVANCED TRAFFIC, 12 E. Jackson Blvd., Chicago, Il. 


TRAFFIC MANAGER or Exec. Asst. available. Thoroughly familiar 
all phases traffic and transportation including adjustments, quotations, 
reutes, claims Interstate and State Commission work. 18 years’ experi- 
ence. Registered practitioner. 36 years old. Very reasonable salary. 
Box 307, Traffic World, Chicago office. 


WANT TO CONTACT national association or 2 or 3 high class com- 
mercial organizations desiring Washington, D. C., representation. Reply 
Box 308, Traffic World, Chicago address. 


FREIGHT CAR PRICES REDUCED! 


Now only half of recent peak prices— 
$500 to $4250 each! 
Which of these cars could you use? 


40—Hopper, Triple, 50-Ton 
85—Hopper, Side-Discharge, 50-Ton 
80—Refrigerator, 40-Ft., 40-Ton 
16—Refrigerator, 36-Ft., 30-Ton 
8—Ballast, Composite, 50-Ton 
29—Box, 36-Ft., 40-Ton 
10—Dump, Magor, Automatic, 30-Yd., 50-Ton; lift doors 
10—Dump, Western, Automatic, 30-Yd., 50-Ton; lift doors 
1—Dump, Koppel, Drop-Door, 20-Yd., 40-Ton 
18—Dump, K & J, Automatic, 16-Yd., 40-Ton 
4—Dump, Western, 20-Yd., 40- and 50-Ton; steel floors 
20—Flat, 40-Ft., 40- and 50-Ton 
3 mdola, Composite, 36-Ft. and 40-Ft., 40- and 50-Ton 
6—Gondola, 50-Ton, High-Side, Steel 
30—Tank, 8000-Gallon, 40 & 50-Ton 
10—Tank, 10,000 Gallon, 50-Ton 
9—Dump, Koppel, Automatic, 30-Yd., 50-Ton; with aprons 
25—Dump, Western, Automatic, 30-Yd., 50-Ton; with aprons 
10—Dump, Western, 30-Yd., 50-Ton; lift doors 
10—Dump, Magor, 30-Yd., 50-Ton; lift doors 
Perhaps this list also has some other cars you could use to very 
beneficial advantage now? 
All cars are priced to selll 
{RON & STEEL PRODUCTS, INC. 
40 years' experience 
13450 S. Brainard Ave., Chicago 33, Illinois 
"ANYTHING containing IRON or STEEL" 


Symbols of 


Superior Service 
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January 22—Chicago, II!1.—Sherman Hotel—Examiner Parker: 
MC 52657, Sub. 214—Arco Auto Carriers, Inc., Chicago, Ill., certifi. 
cate to extend operations. 


January 22—Chicago, IIl—Hotel Sherman—Examiner Parker: 
* MC 30837, Sub. 19—Kenosha Auto Transport Corp., Kenosha, Wis,, 
certificate to extend operations. 


January 22—Helena, Mont.—State Comm.—Examiner Linn: 
MC 105254—Coulter’s Transfer, Helena, Mont., certificate. 


January 22—Pittsburgh, Pa.—Hotel Roosevelt—Examiner McGrath: 
* 29204—Mesta Machine Co. vs. A. G. S. et al. 


January 22—Seattle, Wash.—Olympic Hotel—Examiner Way: 
W-351—Northland Transportation Co., common carrier applications, 


January 22—Washington, D. C.—Argument: 

Ex Parte 104 Part 2—Practices of carriers affecting operating revenues 
or expenses, terminal services, Standard Oil Co. of Louisina, ter. 
minal allowance. 

29058—American Republics Corp. vs. W. F. & S. et al. 


January 23—Brooklyn, N. Y.—Hotel St. George—Examiner Kirby: 
Finance 14316—Middletown & Unionville R. R., reorganization. 


January 23—Brooklyn, N. Y.—Hotel St. George—Examiner Konigsberg;: 
W-1i—Erie & St. Lawrence Corp., contract carrier application. 
January 23—Brooklyn, N. Y.—Hotel St. George—Examiner Carpenter: 
MC 105346—H. H. Express, Brooklyn, N. Y. 
MC 104219, Sub. 2—Kotze’s Express, North Merrick, N. Y., certificate 
to extend operations. 
January 23—Chicago, i!!1.—Sherman Hotel—Jt. Bd. 21: 
MC 8&2 Sub. 1—Green Line Motor Express, Inc., Terre Haute, Ina., 
certificate to extend operations. 
January.23—Des Moines, la.—Kirkwood Hotel—Examiner Lyle: 
Finance 14677—Application C. B. & Q. (1) permitting abandonment 
of line between Burch and Osceola, Ia., (2) construction of a track 
connection at Talmage, Ia., and (3) operation by Burlington, under 
trackage rights over line of C. G. W. between Burch and Tal- 
mage, Ia. 


January 23—Great Falls, Mont.—Council Chambers—Examiner Linn: 
MC 46313, Sub. 1—Great Falls Transfer and Storage Co., Great Falls 
Mont., certificate. 


January 23—Pittsburgh, Pa.—Roosevelt Hotel—Examiner McGrath: 
29212—-Scofield Brothers vs. A. C. L. et al. ; 


January 23—Portland, Ore.—Multnomah Hotel—Examiner Way: 
W-413—W. J. Smith, common and contract carrier application. 


MISSOURI VALLEY AUTHORITY 

In signing H. R. 4485, the bill authorizing flood control 
projects, President Roosevelt said he did so “with the distinct 
understanding that it is not to be interpreted as jeopardizing 
in any way the creation of a Missouri Valley Authority, the 
establishment of which should receive the early consideration 
of the next Congress.”’ He said he had noted that the flood con- 
trol bill authorized for construction by the Corps of Engineers 
and the Bureau of Reclamation those improvements in the Mis- 
souri River Basin which, on November 27, 1944, he had recom- 
mended be developed and administered by a Missouri Valley 
Authority (see Traffic World, Dec. 2, p. 1448). 


HYSTER 75 LIFT TRUCK 


1A] One of several models made by 
| this pioneer manufacturer of mo- 
bile, mechanically-operated ma- 
terials handling machines. Write 
for catalog. 







FOR ANY LIFT OF PHITE 


ST.LOUIS-SAN FRANCISCO RY. 





Dece! 
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inland waterways? ... that Union Barge Line with 
its modern towboats and barges, its systematized, 
— Y ° 

— Bye 1 precision traffic control, has become one of America’s 

most important shipping systems?—Today, canned 
goods and cotton, matches and machinery, auto- 
Pomel mobiles and sugar, lumber, steel, grain, oil and 
>com- countless other commodities and products go by 
Union Barge—to key distributing centers 
throughout the mid-continental area— 
and at a saving in shipping costs that 


goes a long way toward solving the prob- 





> by 
mo- lems of sales competition and short profit margins. 
co Write for our booklet —it will help you see how 


Union Barge fits so perfectly into your trans- 


portation picture. 


Union Barge Line Corporation 
DRAVO BUILDING « PITTSBURGH 22, PA. 


If she hit that net and it didn’t move, she’d be headed for 
the hospital. But the force of the impact is traveled 
through the yielding net, through the arms and bodies of 
the men holding it, as they let the net ride with the blow. 


MOVEMENT CUSHIONS THE SHOCK! 


The same principle, in the Duryea Cushion Underframe, 
gives you SHOCKPROOF SHIPPING. 


When a Duryea-equipped car is hit, the force of the 
impact is traveled the entire length of the car— 
through big yielding cushion springs, through a float- 
ing center sill that moves freely with the direction 
of the blow. Car and lading ride over the jolt. 


O..€.: BUR YV.ABA CORPORATION 
30 Rockefeller Plaza, New York 20,N.Y. - 135S0. LaSalle St., Chicago 3, Ill. 
725 Fifteenth Street, N. W., Washington 5, D. C, 


How the Duryea Cushion 
Underframe Contributes to Victory 


PROTECTS car and lading, prolongs 
car life, cuts damage claims. 
PERMITS higher handling speeds. 
ELIMINATES gear replacements main- 
taining efficiency for life of car. 
SAVES TIME loading and unloading. 
Needs less packing and bracing. 


SAVES MONEY usually spent for 
maintenance on every part of car. 


COMPLEMENTS air brake; Duryea cars 
withstand abrupt stops. 
CUTS SLACK to pre-determined ideal. 


COSTS NO MORE than conventional 
type, for average Duryea gear. 


Here's what actually happens 


. . . When two stationary freight cars 
receive the same impact. equivalent to 
a 50-ton car, loaded to capacity, coupling 


at a speed of 4 m.p.h.: CONVENTIONAL 


' 


CAR (A): Draft gear “goes solid,” car 


receives almost entire impact. 


DURYEA CAR (B): Shock absorbed 
by cushion gears, car and lading are 
comparatively undisturbed. 


i , 








